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| mission and two for exhaust. These valve seats and valves | attention to the fact that in America 


you are deprived of 
| are hard to describe, but the reader must imagine a valve-| the advantages of competition which we enjoy in England, 
| seat shaped like a silk hat, and enclosed in a circular chest, | because the Smith’s vacuum patents were bought up in Amer- 
| the rim of the hat representing a flange which is bolted | ica by the Westinghouse Company, and I am led to infer 
| steam-tight to the flat surface or tops of the cylinder, and the | that you imply that the use of the Westinghouse brake is 
| steam passages lead from the cylinder into the ‘hat.’ more extended than it otherwise might be on account of 
| Steam-ports are cut vertically in this ‘hat’ all around, the | the railway companies having to fit their stock for the 
ices sat ports being °¢ in. wide and the bars between the ports about | through traffic, 
|1in. The valve is another ‘silk hat,’ bored accurately to fit; We have in England nine automatic brakes named as com- 
The engravings herewith represent the method and appli- | down over the seat and having ports cut through its walls plying with the conditions laid down by the Board of Trade, 
ances which have been devised and used by Mr. A. E. Buch- | to correspond with the ports in the first ‘ hat’ or seat. These | among them the vacuum brake, and I consider that the 
anan, Division Superiutendent of the Arkansas Division of | valves are given a reciprocating rotary motion by an ingeni- | Hardy cylinder is far superior to the patents which you say 
the St. Louis, Iron Mountain & Southern Railway, for | ouscam motion. The valves must move only % in. to open | have been bought up by the Westinghouse Company. 
making ditches along a portion of the road referred to, of | the ports wide. A spindle is attached to the top of the valve | I rejoice to say that this vacuum brake and some others of 
waich Mr, Buchanan says : ‘‘ About 150 miles of it have no | and runs through a stuffing box on top of the steam chest. | the nine automatic brakes cannot detainjthe trains against the 
naturad drainage. The track was laid on an embankment | A short arm is keyed to the top end of the spindle and this | will of the drivers and guards, whereas one has (more than 
averaging only about 18 in, in height. There is a slight fall | arm is operated upon by the cams. | once) done so for 20 minutes and even more. While on the 
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Ditching Plow and Scraper. — 











going south in the direction of Little Rock, of about one foot 
to the mile. A series of waves in the surface of the country, 





lize the effect of the inclination, except at intervals of from 
two to five miles sloughs occur leading off from the road. 
Into these sloughs the ditches have been led, 
and are made with a grade of one foot to the 
mile.” . 

The method of making the ditches is first 
to run an enormous plow, fig. 2, along the 
track, which is followed by a scraper, shown 
in fig. 1. These are attached to a platform 
car, as shown in fig. 1, a locomotive furnish- 
ing the motive power. In making the ditches 
the plow is first run to the depth of about 
one foot, and they are then finished with 
the scraper to any depth desired up to four 
feet. The ditch shown in fig. Lis 3 ft. deep 
and 1244 ft. wide on top. 

When the supply of water is abundant the 
scraper will cut from 8 to 5 in. each time run- 
ning through, leaving a clean, smooth sur- 
face behind. 

The plow is used for making the first open- 
ing, and is of the following dimensions: A, 
the beam, is made of white-oak 7x13 in., 
and 13 ft. long. The standing cutter weighs 
160 Ibs. The land-side isa bar 2x8 in, x6 
ft. The mold-board is 3 ft. high. The total 
weight of the plow is 2,000 Ibs., and it cuts a 
furrow 214 ft. wide. 

The plow is attached to the car in very 
much the same way as the scraper is repre- 
sented in fig. 1. The scraper consists of a 
steel plate 17 ft. 9 in. long x 3 ft. wide and 
% in, thick, riveted to a steel rail of ordinary 
section. The land-side and braces, shown in 
the engraving, are also made of ordinary 
steel rails. The steel plate forms an angle of 
45 degrees with the land-side. The whole 
scraper weighs about 2,800 Ibs, 

The blocks and tackies on the car are used 
for guiding the scraper, which is done by 
lowering or elevating the rear end, as the 
case may require. 

The car used with this machinery weighs 
43,900 Ibs., and was built by the Master Me- 
chanic of the road, Mr. Finlay ; 20,000 Ibs, 
of its weight consists of iron rails placed 
under the floor. 

About 100 miles of ditches have been made 
with this machinery. On several occasions, 
Mr. Buchanan writes, “Ihave made two 
miles of ditches, two feet in depth, per day of ten! 
hours. 


| 
More Peculiar Locomotives. | 





Since the article with a similar title to the above was | 
written last week, we have received from a correspondent | 
the following description of the Stevens locomotive, which | 


is now in process of construction in Concord, N. H. 
‘*The furnace is of the usual shape, but is made of cast- 
iron and lined with fire-brick. The combustion chamber 
runs forward from the furnace to the yoke-plate. This 
chamber is made of wrought-iron plates, except the front, 
and the bottom and side walls are also lined with fire-brick. 
The front end of this combustion chamber is cast iron and 

extends up and supports the front end of the boiler. 

‘** The boiler isa square box extending from the back end 
of the furnace to the front end of the combustion chamber. 
It is about six feet wide and two feet deep and is stayed 
with stay-bolts running through and through each way. 

“There are 530 tubes varying from two to three feet long 
and three inches in diameter screwed into the bottom of the 
boiler. These tubes are welded up solid at the bottom end 
and hang from the boiler down into the furnace and com- 
bustion chamber. They are also ‘provided with an internal 
tube one inch in diameter to promote circulation. The 
products of combustion are taken through a round hole in 
the front of the combustion chamber and conducted off in a 
straight smoke-pipe. Mr, Stevens expects to get steam 
enough without the use of the exhaust steam to stimulate 
combustion, relying simply on a steam jet in the smoke- 
pipe. 

“The cylinders are fastened to a saddle after the Mason 
plan. The saddle is cast hollow and forms a reservoir from 





which the steam is distributed through the valves to the cyl- 
inders. There are four valves to each cylinder, two. for ad- 


‘*The engine will be completed in about a month.” 


| question of competition I may inform you that I have been 


The Scientifie News says that a pneumatic engine con- | Chairman and am now a director of the Vacuum Brake Com- 
at right angles to the direction of the road, serves to neutra- | structed in accordance with the Hardie & James system is , pany, and that we long ago sent to New York Mr. Macdon- 


now being constructed at the Baldwin Locomotive Works 
in Philadelphia, 





Fig. 2, 
RAILROAD DITCHING PLOW, 


Gontributions. 


Vacuum and Automatic Brakes. 





Lonpon, 26 Austin Friers, Sept. 14, 1880, 
To THE EpITOR OF THE RAILROAD GAZETTE : 

I beg to forward you by post two pamphlets wherein I 
not only beg to give my personal reasons for not adopting 
automatic brakes in England, but furnish the results of work 
performed, which will show that not only may automatic 
action to brakes be undesirable but unnecessary ; moreover, 
I do not consider that because from the way your lines are 
worked it may be considered suitable for American traffic, 
that it follows that it must be suitable for ours, We use ap- 
pliances other than brakes, and you will see from a paper I 
enclose, that through the extension of block signals, locking 
of points, the use of simple continuous brakes, and other im- 
provements, the compensation;jpaid for passengers and goods 
has steadily decreased in the last four years named, whilst 
the mileage has increased. 

If you have not seen the general report of our Board of 
Trade upon accidents for the year 1879, I would refer you 
to page 15 therein. You will nowhere find any reason for 
complicating brakes in England, and we ran over 115 
millions of passenger train-miles in that year, and only killed 
one passenger from causes beyond their own control. The 
fall of the Tay Bridge is not included. 

In another paper, sent herewith, you will see that three 
non-automatic brakes on ten companies ran together 1,495, - 
727 miles without one fault being recorded; whereas, taking 
the North British and the London & Brighton railways, two 
companies which have adopted an automatic brake, you 
will find 1,408,225 miles run and 189 faults recorded, one 
delay absorbing 23 minutes, and you can only find about 
41,000 miles run on three railways with automatic brakes. 

At page 456, in your impression of Aug. 27, you draw 





ald, one of the company’s employés, also the brake gear of our 
Hardy patents. I believe you can hear of this‘brake, as our 
agent informed us it was fitted on a train of 
the Erie Railway Company, but asour agent 
suddenly disappeared from New York you 
will easily understand that for the time be- 
ing we have been checkmated in our attempt 
to furnish America with that very competi- 
tion you deplore does not exist, and which 
the Vacuum Brake Company is only too 
ready to furnish you with, but for the nnex- 
plained mystery to which I have referred. 

Perhaps publicity in your valuable journal 
may throw some light upon the subject. 

The question tu be answered is, why did 
he leave the company's service whom he had 
served some time, and conceal his where- 
abouts without giving the company the 
slightest information or reason for deserting 
its interests; he having been specially sent to 
New York to introduce the Vacuum Brake 
Company’s latest patented improvements, 
as I have already informed you. 

The tell-tale used with the Vacuum Brake, 
whether in its automatic or non-automatic 
form, is simple and reliable, and should you 
wish to know more about it and this com 
pany’s brakes the fullest information would 
be furnished on application to the manager 
of the Vacuum Brake Company, 82 Queen 
Victoria Street, London. 

Your Obedient Servant, 
FREDERICK J, HAGGARD, 


Some Hinderances to the Growth of 
Passenger Traffic. 


To THE EDITOR OF THE RAILROAD GAZETTE; 

I have been interested in the several articles 
upon the ‘‘Growth of Passenger Traffic ” 
that have appeared in the columns of your 
very valuable paper from time to time, and 
while I shal] not attempt to criticise or review 
them, it has occurred to me that the questions 
involved might be farther profitably discuss. 
ed, Comparisons have been drawn between 
the relative increase of the freight and pass- 
enger traffic, and surprise has been expressed 
that the former has shown such wonderfyl 
increase, while the latter has remained com- 
paratively stationary. To me this seems easy 
of explanation, and while I have no statistics to present, I 
would supply suggestive facts: 





First. A large percentage of the increase in freight 
traffic comes from the productions of the new states 
in the West, settled by people who travel but little but 
who do and can (almost every man, woman and 
child) till the soil and help to bring forward that which 
swells the freight traffic. The emigrants from foreign shores 
who make up the population of our new states never trav- 
eled much before coming to us, and consequently are not 
educated to do so, and after they once reach their new 
homes they are seldom seen upon our passenger trains—cer- 
tainly not unti) after a long residence here, They are, how- 
ever, producers of grain, stock and other articles that swell 
the freight traffic from the start. 

Second. The revenues from the freight traffic suffer no 
such depletion as those of the passenger traffic. On the 
other hand, these depletions of the passenger traffic serve to 
increase that of the freight. Ivefer to the free passes and 
special tickets issued, commissions paid, freight carried free 
as baggage, etc., etc, I fancy that if the passenger depart 
ment should obtain credit for what it does to build up other 
branches of the service, it would make a far better showing. 

Third. It has been said that increased freight traffic brings 
increased passenger traffic. Such is not my experience, but 
the reverse. The main products of the country are now 
controlled largely by few people; this concentration of power 
is increasing every year, and, of course, the fewer the num- 
ber that goto make up the holders of property, the less 
number of travelers. 

Fourth. The increased facilities offered by the Post Office 
Department, telegraph and express companies all tend to 
decrease the revenues of the passenger traffic, while they in 
crease those of the freight. 

I have thus given some of the reasons (and there are many 
others) why passenger earnings cannot be expected to show 
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the same increase as those of freight, in hopes that the depart- 
ment to which I have given a life service may not be de- 
barred of the credit to which it is entitled. Ww. Cc. H. 





Convention of the National Association of Gen- 
eral Passenger and Ticket Agents. 


We give below the official report of the convention held in 
New York, beginning Sept. 21 : 

Convention called to order at 11a. m., President W. B. 
Shattuc in the chair, 

The roll was called, and a quorum found to be present, 

The Executive Committee, eyes its Chairman, Mr. 
Tuttle, reported favorably on the c ntials presented. 

The fo owing is the present list of members, Those 
marked with a * were in attendance; those marked with a + 
have become members since last Convention. 

*Abbott, John N., New York, Lakes Erie & Western. 

*+ Ady, George, Denver, South Park & Pacific, 

*Allen, D. C., South Carolina. 

*Angell, Joma, Delaware & Hudson Canal Co. 

*+Anthony, W. M., Boston, Barre & Gardner, 

Appleby, C, T., Diinois Midland. 

*+Archer, John J., Scioto Valley. 

*Atmore, C. P., Louisville & Nashville. 

*Baldwin, H. P., Central of New Jersey. 

*Baldwin, Wm. 8., Pittsburgh, Titusville & Buffalo. 

*Barker, James, Wisconsin ntral. 

*Bennett, E. J., Little Rock & Fort Smith. 

*Blood, H. B., Keokuk & St. Louis Line Steamers. 

Bodine, Jobn F., Williamstown, N. J 

Boothby, F. E., Maine Central. 

*Boylston, 8. C., Charleston & Savannah. 

Bronson, H. M.,’ Cincinnati, Sandusky & Cleveland. 

Brown, John W., Indiana, Bloomington & Western. 

*Brown, J. D., Missouri, Kansas & Texas. 

*Brown, J. W., Seaboard & Roanoke and Bay Line Steam- 


rs. 
*+Buell, F. 8., Buffalo, New York & Philadelphia. 
*Butterfleld, Theo., Utica & Black River. 
*+Byington, E. B. ay Valley. 
*Carey, 8. E., Chi , St. Louis & New Orleans. 
*Carpenter, A. V. H., Chicago, Milwaukee & St. Paul. 
*Carpenter, T. P., Lake Superior Transit Co, 
*+Carpenter, W. A., Detroit, Lansing & Northern. 
Cary, J. W., Lake Shore & Michigan Southern. 
*+Case, Munson T., Green Bay & Minnesota. 
*Chandler, F., Missouri Pacific. 
Charlton, James, Chicago & Alton. 
Chaeke eB PUnicago, Bey Paul & Mi li 
Clarke, F. B. , St. Pa nneapolis, 
Cole, L. M., Baltimore & Ohio, 
Cone, C. 8., Jr., Ohio & Mississippi 


ts) 


*Connor, Geo. L, Old Colony Steamboat Co. 

*Cummings, 8. W;, aoe 

*Dadmun, Geo, A., Philadelphia, Wilmington & Balti- 
more, 


*Daniels, Geo, H., Wabash, St. Louis & Pacific. 
*Danley, W. L., Nashville, Chattanoogu & St. Louis. 
Davant, J, 8., Port Royal & Augusta. 
Davant, T. S., Memphis & Charleston. 
*+Davidson, W. M., Florida Central. 
Dawes, A. ©., Kansas City, St. Joseph & Council Bluffs. 
*Dering, H. R., Jeffersonville, Madison & Indianapolis. 
*Dixon, W. H., St. Paul & Sioux City. 
Dorsey, E. R., Georgia Railroad. 
*Dunham, A. 8., C & Eastern Illinois. 
*Durfee, W. M., Providence & Worcester. 
*Edgar, Wm., Great Western. 
*Egan, John, Cincinnati, Indianapolis, St. Louis & Chi- 
© 0. 
irnst, J. C., Kentucky Central. 
Ettinger, M. L., Chicago & Iowa, 
*Farmer, L, P., Pennsylvania, 
*Filkins, L. W., Stonington Steamship Line. 
“Firth, W. H., Detroit, Grand Haven & Milwaukee. 
Fisher, T, F., Galveston, Houston & Henderson. 
*Flanders, D. J .» Boston & Maine. 
*Ford, E, A., Vandalia Line. 
*+Foye, Chas. H., Portland & Ogdensburg. 
*+Gabbett, Cecil, Western of Alabama, 
*Gallup, E., Boston & Albany. 
Gault, Thomas D, ey oy 8 ekin & Southwestern. 
*Hair, R, 8., St. Paul & Duluth. 
Hall, J. Morton, Ge ed vig 5 I 
*Efancock, C. G., Philadelphia & Reading. 
*Hanson, A, H., [linois Central. ; 
*Harrison, W. i, Columbus & Toledo and Columbus & 
Hocking Valley. 
*Heakes, F., Evansville & Terre Haute. 
*Hewitt, John C., a Line Steamers. 
*+Hills, F. C., Sioux City & Pacific. 
*Holwill, W. F., Delaware, Lackawanna & Western. 
*Houston, W. J., Atlanta & Charlotte Air Line. 
*Howard, Conway R., Chesapeake & Ohio. 
*Jay, M.8., Memphis & Little Rock. 
*Johnson, A. H., Arkansas Midland. 
*Johnson, W. P., Lake Shore & Michigan Southern. 
*+Kendall, A. C., New York & New England. 
*Kendrick, D. M., Indianapolis & St. Louis. 
Kimball, Thomas L., Union Pacific. 
*Knight, Ray, Selma, Rome & Dalton. 
*+Labelle, J. B., Quebec, Montreal, Ottawa & Occidental. 
*Leet, A. B., Grand Rapids & Indiana. 
Lord, C, K., Baltimore & Ohio. 
— Perceval, Burlington & Missouri River in Ne- 
ras 
Kb James A., Keokuk Northern Line Packet Co. 
*McDonnell, A. 0., Atlantic, Gulf, & West India Transit 
0 


*Macabe, C., Peoria, Pekin and Jacksonville. 
Masters, W. H., Texas & New Orleans. 

*Miller, F. A., Cairo & Vincennes. 

Mills, B. F., Burlington, Cedar Rapids & Northern. 
*+Moran, M. R., New London Northern. 
*Morrison, L. B,, Alabama Great Southern. 

Morse, F. E., Hannibal & St. Joseph. 


b 
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*+Morse, F. W. Montpelier & Wells River. 
Mullen, Geo, W., Fort Wayne, Muncie & Cincinnati. 
*Myers, F. R., Pennsylv: Company. 


*Nourse, J. P., Flint & Pere Marquette. 

*O’Brien, W. he Pittsburgh, Cincinnati & St. Louis. 

“Ogden, James R., East Tennessee, Virginia & Georgia. 

*Orme, A. J., Atlanta & West Point. 

*Parker, 8. S., Louisville, Cincinnati & Lexington. 

*Peirce, T. W., Jr., Galveston, Harrisburg & Antonio. 

*Pomeroy, F. L., Boston, Hoosac Tunnel & Western. 

*Pope, A., Wilmington & Weldon. 

*Ray, E. A, New Haven & Northampton. 

Rice, Owen, Cincinnati, Wabash & Michigan. 

PY wee John B., Morgan’s Louisiana & Texas R.R. 
*Richardson, Loring, lensburg & Lake Champlain. 
*Rockwell, Chae Be hitesena Peru & Chicago, 
*Ruggles, O. W., St. Louis, Iron Mountain & Southern. 
*St, John, E., Chicago, Rock Island & Pacific. 

*Sanborn, G. G., Northern Pacific. 


Sanderson, Geo. A., Indianapolis, Decatur & Springfield. 

Schriever, J. G., Morgan’s Louisiana & Texas, 

*+Serat, M. W., Utica, Ithaca & Elmira. 

*Shattuc, W. B., New York, Pennsylvania & Ohio. 

*+Stineon, J. D., Shenango & Allegheny. 

“Slaughter, M., Virginia Midland. 

*Smith, A. D., Pittsburgh & Lake Erie. 

*Smith, A. J., Cleveland, Columbus, Cincinnati & Indi- 
anapolis (Bee Line.) 

*5mith, Geo. W., Lake Erie & Western. 

“Smith, Wm. F., Central Vermont. 

*Snow, F. E., Canada Southern. 

*Stennett, W. H., Chicago & Northwestern. 

*Stevenson, Samuel, Cincinnati, Hamilton & Dayton. 

*Taylor, C. A., Richmond, Fredericksburg & Potomac. 

*4+Taylor, Jas. L., Savannah, Florida & Western. 

*Thrall, W. A., Chicago & Northwestern. 

Tilton, J. A., Cleveland, Mt. Vernon & Columbus. 

*Townsend, H. C., Wabash, St. Louis & Pacific. 

*Tuttle, L., Eastern Railroad (Mass.) 

*Van Benthuysen, C. R., New York & Albany Day Line 
Steamers. 

*Waldo, J., Houston & Texas Central. 

*4Waller, Chas. J., Mobile & Ohio. 

*+Wells, L man, Northeastern of Georgia, 

Wentworth, Henry C., Michigan Central. 

White, W. F., Atchison, Topeka & Santa Fe. 

*+Whitehead, G, A., Central of Georgia, 

Williams, D. E., Mobile & Girard. 

*Wilson, E. P., Cincinnati Southern. 

*+Wilson, 8. C., New York City & Northern. 

*Wishart, D., St. Louis & San Francisco. 

*Wood, J. R., Chicago, Burlington & Quincy. 

*Wrenn, B. W., Western & Atlantic. 

*Zimmerman, D. M., Camden & Atlantic. 

Total number of members, 146 ; Number present, 113. 

Special credentials for this meeting were presented as fol- 
lows: By Mr. George B. Moore, representing Mr. F. 8. 
Buell, and by Mr. C. W. Fuller, representing Mr. J. W. Cary. 

The Executive Committee approved the minutes of the last 
meeting as published. 

The Gomnittes on Rates then went into session, represen- 
tatives of the following roads being added to those appointed 
last year: Chicago, ilwaukee & St. Paul; Cincinnati 
Southern; Virginia Midland. 

The Chair announced the next order of business to be the 
location of the next meeting. 

St. Louis being the only place nominated it was unani- 
mously decided to hold the annual meeting at that point. 

The Chair announced the next order of business to be 
“unfinished business.” The Committee composed of land 
grant roads, appointed at the last meeting, to report upon a 
communication from the Quartermaster-General of the 
United States, not being ready, on motion the time of said 
committee was extended to the next meeting of the Associa- 
tion. 

Tke Secretary nominated Mr. C. P. Leland and Mr. E. C. 
Luce as honorary members of the Association. 

No objection being offered, the Chairman announced those 
gentlemen duly elected honorary members of the Associa- 
tion, and instructed the Secretary to make the necessary re- 
cord, 

Adjourned until 8:30 p. m. 

Convention called to order at 3:30 p. m. 

The Chairman of Committee on Rates reported to the Con- 
vention that his Committee was unable to proceed further 
with the making of passenger rates until the differences ex- 
isting between the Louisville & Nashville Railroad and the 
Cincinnati Southern Railway were settled, both claiming 
their respective roads as the short line from New Orleans to 
Cincinnati. 

In answer to the Chair, Mr. Atmore stated that tickets 
were on sale via Milan, and trains ran in connection. 

It was moved and seconded that the differences existing 
between the Louisville & Nashville Railroad and the Cincin- 
nati Southern Railway be referred to the General Commit- 


6. 

Adopted. 

After a short recess the General Committee, through its 
Chairman, reported as follows : 

“The General Committee, to whom the question as to which 
company, the Louisville & Nashville Railroad or Cincinnati 
Southern Railway, has the right to make the rate between 
Cincinnati and New Orleans, would respectfully report that 
from present information, which is taken for granted to be 
correct, the Louisville & Nashville Railroad is entitled to 
th: t privilege.” 

On motion, properly seconded, the report of the Committee 
was adopted, and the Chairman of the Committee on Rates 
so notified by th€ President. 

At the request of the President, the Secretary read that 
portion of Section 8 in the by-laws in reference to the right 
to make through rates, which had been expunged at the last 
meeting of the Association, as follows: 

“The right to make through rates between common points 
shall be accorded to the company or companies having the 
shortest line between said points over which through tickets 
are regularly sold, and trains run in connection; 

‘** Provided, That when a water route forms part of such 
line and ‘is in competition with a rail line, then the rates of 
the rail line shall be adopted in making through rates ; 

Provided further, That such through rates shall not ex- 
ceed the sum of the locals of any rail line between such 
points.” 

It was moved and seconded that Section 8, as above, be in- 
serted in the by-laws of the Association. 

Adopted. 

The General Committee (consisting of Messrs. 8. 8S. Parker, 
dL E. Snow, F. Chandler and E, Gallup) then reported as fol- 
ows: 

‘The General Committee have had referred toit acircular 
signed by the general passenger agents and land commis- 
sioners of the Atchison, Topeka & Santa Fe Railroad; Union 
Pacific Railway (Union and Kansas divisions); St. Joseph & 
Western; Burlington & Missouri River in Nebraska, and 
Central Branch Union Pacific, asking that the Association 
favor an excursion, at half colonist rates now in force for 
excursion tickets, to the land points on the above lines, on 
Nov. 9, 1880, which request the Committee refer back to 
the Association with the recommendation that favorable 
action be taken. 

‘* A communication from J. A. Kingsbury in regard to the 
coupon baggage check, bearing his name, which was re- 
ferred to the Committee, is also returned to the Association. 
The Committee consider the combined ticket and check as 
possessing great merits, and recommend discussion of it; but 
with a knowledge of past action on the subject of baggage 
checks and collections, which has failed to effect the re- 
forms aimed at, hesitate to recommend legislation which 
may be a dead letter. It seems tous that any one desiring 
to do so can adopt the check and ticket independently of 
others, and that we need only suggest careful study of them 
by all members of the Association.” 

The following is the circular referred to in the report of 
the General Committee, dated Sept, 8, and signed by the 
officers above referred to: 


‘* To the General Passenger & Ticket Agents’ Association ; 





‘The undersigned, representatives of the land-grant rail- 





roads west of the Missouri River, in Kansas and Nebraska, 
for the purpose of correcting erroneous opinions that have 
arisen regarding the condition of crops in the states herein 
named, and to increase travel to points along our several 
lines within the same, desire to secure arrangentents with 
our connecting lines throughout the East for a special excur- 
sion, at special rate, on day to be named, such excursion to 
be conducted on the following basis : 

‘ First. Tickets to be the same form of round-trip tickets 
now in use for land-grant points. 

** Sccond,. Tickets to run to one point only on each line in- 
terested. and to be as follows: DopeE Ciry, on the Atchi- 
son, Topeka & Santa Fe; ELLs, on the Kansas Division 
Union Pacific ; GRAND ISLAND, on the St. Joseph & Western; 
LINCOLN, on the Burlington & Missouri, in Nebraska ; K1r- 
WIN, on the Central Branch Division, Missouri Pacific; and 
CoLumbBus, on the Union Pacific. 

‘* Third. Tickets to be on sale at all points, at the special 
rates named, for one day only, to be fixed and determined 
by the Association. Tuesday, Nov. 9. 1880, is recommended. 

“ Fourth. We vanpectbally request and suggest that the 
rates to be charged by eastern connections shall be estab- 
lished at one-half the rate now made and quoted in colonist 
rate sheet of Aug. 1, 1880, to the land-grant points named 
herein. 

‘* We desire the united action of the Association hereon, 
to avoid any claim of violation of rvles and rates, and be- 
lieve that the carrying out of the plan contemplated will re- 
sult in permanent benefits, not only to the roads represented, 
but to their eastern connections.” 

On motion it was decided to take up the report of the 
Committee in sections, 

The first section was amended as follows : 

“The General Committee have had referred to it a circular 
signed by the general passenger agents and land com- 
missioners of the Atchison, Topeka & Santa Fe Railroad ; 
Union Pacific Railway (Union and Kansas Division); St, 
Joseph & Western; Burlington and Missouri River in 
Nebraska, and Central Branch Union Pacific, asking that 
the Association favor an excursion, at half colonist rates 
now in force for excursion tickets, fo all of the land-grant 
points named in the colonist rate sheet, on Nov. 9, 1880, 
which request the Committee refer back to the Association 
with the recommendation that favorable action be taken.” 

After discusssion it was adopted as amended. 

On motion, properly seconded, the second section was laid 
on the table. 

The following letter was read by the Secretary, and re- 
ferred to the General Committee for report: 

‘‘ WASHINGTON, Pa., Sept. 20, 1880, 
‘*« To the President of the Railway Ticket Association: 

“Could your Association discuss the propriety of having 
all the railroads of the United States run on the same time, 
which could be some mean-TIME, and be known as the ‘ Rail- 
road Time of the United States.’ It would systemize— 
printed time-tables, be of the greatest service to traveling 
men, and would regulate the discrepancies from Maine to 
Louisiana, and from East to the extreme West, at least as 
far as Leadville or Salt Lake. 

** Please present this to your Association. 

“ Yours truly 

The General Committee reported as follows: 

“The General Committee to whom the communication 
from B. Clark, of Washington, Pa., was referred would re- 
ay tne mes that they consider it a matter for action of 
t q 


1e General Managers, and not in the province of this Asso- 
” 


B. CLARK.” 


ciation. 
SECOND DAY. 

Convention called to order at 10:30 a. m., President W. B. 
Shattuc in the chair. 

The Chair announced that in consequence of a change in 
the administration of one of the Southern roads, there was a 
vacancy in the Executive Committee, Mr. Macmurdo retir- 
ing, and appointed Mr. James 8. Davant to fill said vacancy. 

No objection being offered, it was so recorded. 

The Chair then called the attention of the Association to 
the fact that a gentleman had joined the Association, who, 
he was Aer-wad. according to the by-laws, was not entitled 
to membership. 

On motion the matter was referred to the Executive Com- 
mittee for report. 

Mr. C. A. Taylor offered the following resolution, which 
was adopted unanimously : 

‘“ Whereas, Since the last meeting of this Association, Mr, 
J. M. Broadus, General Ticket Agent of the Washington 
City, Virginia Midland & Great Southern Railroad, has been 
removed from our midst by death; Therefore, be it 

‘* Resolved, That in the death of Mr. Broadus this Associa- 
tion loses a valued and trusted member, and that, in token 
of the regard and esteem in which this worthy gentleman 
was held by his associates, this resolution be spread upon the 
minutes, and a copy of the same be forwarded to the family 
of the deceased by the Secretary.” 

The following was offered: 

‘* Resolved, That the by-laws be so amended as to make 
the second order of business—which is the election of officers 
—come immediately after miscellaneous business,” 

Adopted unanimously. 

On motion the following resolution was adopted by a vote 
of 16 ayes to 11 nays : 

** Resolved, That on and after Nov. 1, 1880, the excess 
baggage rate per 100 lbs., between all competing points, shall 
be 10 per cent. of the regular first-class unlimited rate.” 

A lengthy discussion ensued as to whether the rate for 
corpses should be one first-class ‘‘ unlimited,” or ‘limited ” 
rate, as also the question whether the corpses of those under 
twelve years should be carried at half of the agreed rate, 

The Chair desired the Secretary to read the action that 
had been taken at the last meeting of the Association in 
respect to the transportation of corpses. 

The Secretary read as follows : 

** Resolved, That the rate for curpses shall be one full un- 
limited first-class fare, regardless of age.” 

Whereupon the following was offered : 

‘* Resolved, That the rate for corpses shall be one full 
limited first-class fare, regardless of age.” 

It was deemed undesirable to change the existing rates for 
the transportation of corpses, and on motion the w hole matter 
was laid on the table. 

The Chair instructed the Secretary to communicate with 
the Chairman of the Committee of Rates and learn the time 
at which they expected to conclude their labors. 

The Secretary reported that they did not expect to get 
through until 5 p. m. on the 23d. 

On motion, the meeting adjourned until 11 a. m., Sept. 
23, 1880. 

THIRD DAY. 

Convention called to order at 11 a. m., President W. B. 
Shattuc in the chair. 

On motion, duly seconded, the matter of transportation of 
corpses was taken from the table for reconsideration. 

On motion, duly seconded, the following was adopted as a 
substitute for the motion offered at the previous session: 
‘Resolved, That the rate for corpses shall be the limited 
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first-class rate for those over 12 years of age, and one-half 
limited first-class rates for those under 12 years of age.” 

After some further discussion on the subject, it was moved 
to lay the whole matter on the table. 

The question was put by the Cnair, the result being a tie 
vote. The Chair announced the subject as still before the 
Association. 

After some further discussion on the subject, it was again 
moved tu lay tke matter on the table, which motion, after 
being seconded, was put by the Chair and carried. 

The Chair announced that the General Committee and 
Executive Committee had no reports to make to the Asso- 
ciation. 

The following resolution was adopted unanimously: 

** Resolved, hat this Convention authorize its Secretary to 
examine the rates as made by the Rate Committee, and to 
publish the same as the rates of this Association, to take 
effect Nov. 1, 1880.” 

The following was also adopted unanimously : 

** Resolved, That the thanks of this Association be tendered 
to the gentlewen who have charge of these rooms, for the 
very pleasant manner in which they have afforded us an 
opportunity of meeting here.” 

On motion the Association adjourned, to meet in St. Louis, 
March 1881. 


The Canadian Pacific Bargain. 


In the absence of official information about the terms on 
which the syndicate is to take over, complete, and work the 
Pacific Raiitway, Ruwor finds her opportunity. Speaking 
through the Globe and other journals, she says the consider- 
ation to be paid is 25,0V0,000 acres of land and $25.000,000 
in cash. The accuracy of this statement has not been 
denied ; and as it has several times been repeated, during a 
full week, in presence of persons able to contradict it, if the 
figures were incorrect, we are justified in accepting them 
provisionally, as representing the true state of facts We as- 
sume, then, that the syndicate is to get 25,000,000 acres of 
land and $25,000,0L0 in cash. 

What then? in return for this land and this money, 
what are we to get / Is the syndicate to complete the whole 
line or only part of it? That is the important question ¢ 
“The price,” says the Globe, and on this point we fully agree 
with that journal, ** is not too much for the completion and 
maintenance of the whole road from Lake Nipissing to the 
Pacific,” though in further agreement with our contempo- 
rary, we think it would be‘‘ very muchtoo high for the line 
across the plains.” We are not without reasons for 
believing that, for the price agreed upon, whatever it may 
be, the whole line is to be completed. In that case, no ob- 
je:tion remains as to the price to be paid for the completion 
ot the road ; the price is not too much. 

If we are right in conjecturing that the whole line is em- 
braced in the bargain there is not left much room for criticism 
To the principle of a land payment, all parties are agreed. 
If the government had undertaken this great work, the pay- 
ments would have been sure ; they would have been th 
heavy and burdensome, atleast for some years (five or ten) 
to the people of the old provinces. The amount of mone 
would not have been less than seventy-five millions of dol- 
lars. and it might have been one hundred millions tor the com- 
plete railway. The proceeds from the sale of the vast ex- 
tent of lands in the hands of the Dominion government 
would, probably, wider good administration, have paid in 
time, the principal of this large sum of money. But would 
there have been no waste in tse administration of thai 
larze sum of money ? Would not the battle of party poli- 
tics have impeded successful settlement ? The experience of 
tie past has, so far, unfortunatly tav.ht that both th se 
questions must be anwer.d in the affirmative. Aud this 
would bave been a most serious draw-back to any advan- 
tages which could be a. ged in favor of the government 
coustructing the road. There is a further rot less serious 
and more practical point for all wen ‘vho are engaged in 
commercial pursuits, and that is, that in tue earlier year 
of the constructior, the drain mizbt have been so seriou, 
burdensume as to ¢ ea'e depression. 

These dangers are avoid-d by hinding over the comple- 
tion of the road tua company, to be paid for, in larze part, 
by the traus.er of public hinds. Regarding the effect of sucu 
transfer. we are, fortunately, not without experience, siuce 
the Western United States have, within the iast ten yeurs, 
made large ;ayments in this way, The Washington govern- 
ment bus granted trom tue public domain of the United 
States, within the last ten years, one huudred and ninety- 
eight, or we may say, in round numbers, two hundred mil- 
lions of acres, for promoting railway construction, What 
has been the result? Many thousands of miles of railways 
have been constructed ; many thousands of immigrants have 
been brought to settle on the lands of the West-rn States ; 
prodigi: us « eaith has been crcated and cities have arisen as 
if by mayic. 

What we may call the commercial inetinct of companies 
of this kind imposes upon them two guiding principles which 
must be actively, and under all conditions, everywhere as- 
serted. The first is, that they must sell their lands, in order 
to get money to go on with : and the second, they want pop- 
ulation and products for running their roads. And here the 
paramouut advantage of thissystem is, that the commercial 
instinct, truer and keener, wiil go more directly 
to its end than is possible for a party government 
to do with the serious drawbacks to which it is 
exposed. The locking up of lands in compara- 
tively smal! parcels in the hands of private speculators, who 
simply fold their arms, and quietly watch the development 
of improvement around them, to vhich they do not in tye 
slightest attempt to contribute, is a very different kind of 
thing, and it is in principle a serious evil. 

_ The latest example of the railway land companies in_ the 
United States is afforded by the operations of the St. Paul, 
Minneapolis & Manitoba, of which Mr. R. B. Angus, the 
late General-Manager of the Bank of Montreal is now Vice 
President. This “ompany is in possession of several million 
acres of land, and the success of its methods in attracting 
settlers issaid to be quite remarkable. For machinery, it 
has a regular land department, and an office and agent in 
England. Its advertising agency is most active, its publica- 
tions being seen every where lt charges a fair and very 
moderate price for its iands, in comparison with the prices 
at which other lands in the Western States are sold, the pro- 
ceeds of which come to very large figures, and notonly cover 
its large expenses for propagandism, but make its own finan- 
ces sound and easy ; in fact, lucrative to the proprietors, 
with, at the same titne, very large pleasures of hope. One 
of the admirable features it adopts is to give large draw- 
backs to the purchaser and settler on the number of acres 
broken. The effect is manifold. It is very attractive to the 
settler, and puts the simple speculator, who would buy and 
lock up lands, at a great disadvantage. It insures rapid set- 
tlement and traftic for the road. e wild 1s pecpled, and a 
great civilization is arising. The capital value of every set- 
tler to the United States, at the very least calculation, being 
worth a thousand doliars, the government practically, 
though indirectly, gets enormous payment for the land it 
has given to build the railway. : 

Such is the indubitable fact, and it is the result of the 
operation of the commercial instinct of the corporation to 





which we have referred. Mr. George Stephen, Mr. R. B. 
Angus, Mr. D. A. Smith, Mr. James Hill and others, did not 
take up that enterprise from any benevolent or philanthropic 
motives, but with the object of making all the money they 
could. The surest and best methods to do this were by 
the use of such means as we have described ; and the princi- 
ples which moved them are of universal application. 

Almost thesame remarks may be made of the Northern 
Pacific Railroad Company. This company has a large do- 
main, both in Minnesota and Dakota. Its advertising ma- 
chinery is understood to be much more extensive and effec- 
tive than that of the Canadian government, and not subject 
to the same drawbacks of adverse criticism, either of party 
or faction : its success is very remarkable. We noticed in 
the accounts of one of these companies, in one year, as much 
as half a million dollars charged to the land department. If 
any such sum were voted to our own Immigration Department 
the Parliament and press and the Immigration Committee 
would grow wild, and the how] that would be raised would 
almost render nugatory any good effects from the money, if 
an attempt were made toexpend sucha sum. 

We do not, for these reasons, see any practical objection 
to giving 25,000,000 acres of our public domain in the 
Northwest as a part of the price of building the Pacific Rail- 
way toa great company. The lands, of course, will only be 
handed over as the work progresses, the company bein 
sure of getting possession as fast as the progress of the wor 
will warrant. ; 

The amount to be paid in money, if it has been correctly 
stated, is large ; but large asit is, it has the merit of being a 
definite amount. ‘The theory probably is that an additional 
quantity of land can be sold, out of which this sum can be 
realized, sooner or later. This we take to be the meaning of 
the assertion frequently made that the read will not, in the 
end, lay any burden upon the country. Butiftbe railway 
fund is to be made out of the proceeds of the sale of lands, the 
sales will have to be made on the best terms possible which will 
imply the least possible restrictions, if any, upon purchasers 
in the way of conditions which, though under circumstances 
desirable, might prove repellant.—Caunadian Monetary 
Times, Sept, 24. 





RAILROAD LAW. 


Compensation for Grade Crossings. 


In one of the numerous cases relating to the entrance of 
the Chivago & Western Indiana into Chicago and its cross- 
ing of the Lake Shore tracks there, Judge Lvomis, of the 
Cook County, Lll., Court, nade some statements of the law 
of the case which are of general interest. The Lake Shore 
and the other defendant roads moved to strike out all the 
testimony which had been introduced, on the ground that 
evidence had not been introduced to support the action,— 
that is, no evidence as to the necessity of taking the right of 
way, or easement, across the Lake Shore tracks,—and upon 
the ground that the evidence introduced as to the value of 
the property taken was not a proper estimate of the damages 
in the case. 

Judge Loomis gave an opin’ »n overruling both of these 
points, and a by previous decisions made by him in- 
volving substantially the samc jovstions, As to the first 
point, the Judge holds, in tbe language of tne Supreme 
Court, that * ‘The courts have a right to determine whetber 

he use tor which pesperly is taken is public or not; but 
when 1t is public a court has no right to ivquire int» the 
question of the power of eminent domain.” The Court 
hinks that covers the qi -stion of the nec +ssity of the taking 
st the part.cular property, so far as t e proceeding in the 
court is coue ‘rned. If the power of eminent domaia were 
used for unreasonable purposes, it would and could be 
shecked, But to have the question of necessity the question 
0 be passed upon, up% wh.ca evidence is to b+ introduce! 
which is for the purpose of ascertaining compensation, is 
10t, he thinks, av ytuing that the Court is qualifisd to try. 

As to the question ot compens:ition, be holds vy his ori_i- 
1d opinion, tuata railroad company is not entitled to recover 
for any interrupt.on to its business or the franchise of th 
-oad, since it has no right to the unint rrupted user. When 
‘angiole property is taken, then vom;ensation may be re 
covered. Tae respondent tovk its franchise su'j -ct to the 
Light of the sovereisn power by itself or other ri roads to 
eross that right of way by pa ing for the actual property 
taken and ac.ual tangible property dam iged, but no fu. ther, 

ecause that right-of-way is vo’ a rigat to an uniaterrupted 
wer. IL. interruption is caused to the bu-iness of the respon- 
ient to a certain exten’, the best authoriiies are that tha is 
a damage which cannot be recovered in an action Jike that 
itbar. The posses-ion by the Chicago & Western Ludiana, 
if it laid its tracks as contemplated, was not an exclu-ive 
one. It coull not exclude the respon tents from tue free u-e 
ot the pro, erty--from crossing it with its trains, and from 
luyiug its tracks down on that right-of-way. 

Mr. Witbers, defendant’s counsel, asked what would be the 
case if the evidence showed that it were impossible for the 
property to be so used that the respondents would not be 1n- 
ured, 
' The Court thought that, if the evidence showed that the 
Western Indiana could not cross there without destroying 
ihe franchise of the Lake Shore, then the courts would 
probably interfere to prevent entirely the crossing. But the 
fact that this cros-ing might interrupt the business of the 
respondent, or interfere with it, was a condition of things 
whicb any railroad company might expect—that is, no rail- 
road could buy its right-of-way through a city with the ex- 
pectation that it would not be crossed by oth r railroads, If, 
in the taking by the Chicago & Western Lnodiana of this 
right of way. damage was done to real estate belonging to 
the respondents, or to buildings thereon, then they would 
have the rigut to recover for that damage, and to show that 
the property was specially valuable on account of its adap 
tability for railroad purposes. But that could not be shown 
by showing the extent of business done over it any more 
than the value of the land on which Field & Leiter’s store 
stood cculd be determined by showing the aniount of busi- 
ness transacted in the store. 

Condemning Land Owned by Other Companies. 

In the North Carolirfa and the Richmond & Danville com- 
panies against the Carolina Central Company, the North 
Carolina Supreme Court lately held as follows, after decid- 
ing that the right of the defendant company w condemn 
lands was sufficiently estabiished: 

Land obtained under a legislative grant of the right of 
eminent domain is no more exempt from its exercise when 
the public interest requires it for public uses than other lands 
held by individuals. Each must be subordinate to the de- 
mand of the state for public and useful purposes. 

The exercise of the power of eminent domain over the 
property of public corporations may be subject to limitations 
not strictly applicable to other property. 

The laying down of a track eight feet from the track of 
another Hn | will not seriously, if at all, disturb the opera- 
tions of the latter, or their putting down and using a second 
eat, when required, for an enlarged transportation in the 
uture. 

By chapter 203, acts of 1874-75, the right to construct 
and operate lines of telegraph along any railroad or other 
public highway in the state, and to obtain the right-of-way 





therefor by a condemnation proceeding, is conferred upon 
any incorporated telegraph company. Why. when a similar 
privilege is demanded by one railroad from another, invoiv- 
ing the common use of the same land by separate and non- 
interfering tracks for a few hurdred feet only, and when 
this is the only route by which its own depot can be reached, 
should it be denied to the defendant company ? 

Claims for Land Damages. 


In Church against the Grand Rapids & Indiana Company, 
the Indiana Supreme Court held that damages to land, re- 
maining uncollected, whether duly awarded or in suit, are 

rsonal property and do not pass with the Jand when sold. 
he damages revert to the benefit of the person who owned 
the land when the right-of-way was taken and the railroad 
built, and the right of suit is with him or his legal represen- 
tatives. Consequently suit to recover damages cannot be 
—- by a subsequent purchaser of the land crossed by 
the road. 


" 





THE SCRAP HEAP. 
The Inspectors’ Report on the Stonington Disaster. 

The inspectors who were charged with investigating the 
collision between the steamboats Stonington and Narragan- 
sett on Long Island Sound, have made a report, which is 
summarized as follows in a dispatch from Washington : 

‘They find, after a careful review of all the testimony 
and circumstances of the collision, that George F. Nye, 
Master of the Stonington, did. or through his pilot, alter the 
course for the Narragansett without giving proper signals 
as r quired; that he failed to stop his steamer without 
locating the Nurragansett or until proper signals could be 
given, answered and understood as required ; upon sighting 
the Narragansett, through carelessness or forgetfulness, the 
signal was Aeon to start the steamer, which caused the 
collision. Upon his own admission, there was found 
in Captain Nye a disposition to totally disregard the 
law as fur as it relates to the conveyance and 
transportation of a greater wumber of passengers that al- 
lowed by law, and in consequence t 1ereof he is liable to the 
p2nalty prescribed by Section 4,413 for the violation of pilct 
rules; and that also his license as master and pilot would be 
revoked had it not alread; expired by limitation. Tue in- 
spectors find that Captain Young, Master of the Narragan- 
sett, proceeded upon his trip without the engineer's depart- 
ment of his steamer being 4 charge of a chief engineer, as 
required by law; that while claiming to be in charge of the 
whole of bis steamer and responsible for ber navigation, 
upon sighting the Stonington, and after the signal had been 
given to slow and stop, through carelessness or excitement, 
the signals were given to go ahead, thereby forcing his 
steamer across the track of the Stonington, and also cor- 
tributing to the collision of the two steamers. Captain 
Young is also charged with poor judgment for leaving his 
steamer in a life-boat with his pilot so soon after the col- 
lision, with so many passengers remaining on board, and in 
consequence of this and other violations, his license as 
master and pilot of steam vessels is revoked, The steam- 
ship company is censured for not providing the Narragan- 
sett with a complement of licensed engineers and the number 
of watchmen required by law.” 


Trial of the Screw Lever Dump Car. 


A trial of adum >» car of the pittern mide by the New 
England Car Co was had at Brookline, Mass., Sept. 22, and 
it is thus deser.bed ny the Boston Herald: ‘* The car is 32 
ft. long, weigas 19,36) los, antl eMtained 84,59) Ibs of 
coal, What his oven cliimed by the company for its in- 
vention was that coal and gravel could Le dumped inside of 
three minutes, thus saving much time and the work of a 
lurge number of laborers. All things Leing in readiness, a 
medium-siz:d man turned the crank, the wachinery re- 
sponded, the car tipped, the coal-was emp aed out where de- 
sired, and the car body went back int» place, the whole time 
cousumed from the start 'o the finish, as one might say being 
less thau two wisates. It was then op rated slowly trom 
one sile to (1) otter to sa0¥ its siimolinscy of constr ic ion, 
and the eise w ta whichone min ec uid handle is Thee r 
has been tesie 1, with like resuits, with loids of gravel, bota 
dimp and dry. The gentlemsa preseotat the trial yes- 
terdiy expressed themselv.s entirely sa‘isfied with the 
workings of the car and its simplic.ty, strengeh and d wa- 
bility. he business of the company wid now be actively 
pu hed.” 


Wouldu’t Be Discharged. 


Jimmy Rafferty, wbo was in the car greasing department 
in the Chuttanooza yard for the past 30 years, aud more re- 
cently a watchman in the yard, died yesterday at an ad- 
vanved age. About u year anda ha.f ago the old man wag 
told that his services would be no longer required. | The tol- 
lowing worning, however, he caine tu the yard and went to 
work. When asked why be had returned he said that be 
had to work for his living; that he had been in the yard for 
80 years and he would remain in it until be died, and be kept 
his word. He was given the position of watchman, and con- 
tinved to do faithful service uutil stricken down.—Nashville 
(Tenn.) American, Sept, 26, 

Shutting up a Paymaster. 

« letter to the Chicago Tribune from Centreville, Ia., of 
recent date, says : 

*The Missouri, lowa & Nebraska, or Iowa, Missouri & 
Nebraska, as you please, according to the status of injunc- 
tion suits filed against it, is baviag considerable trouble with 
its extens 01 at Garden Grove. Itappears that Kayan wgh, 
from this city, one of the contyvactors, became dissatisfied 
with the allowance made by the company, and did 1.ot pay 
his men. The graders accordingly, last Friday, piled up a 
lot ot ties on the track, took a seat on them and blockaded 
the tracklayers. They proposed to stick until they got their 
pay. ‘ne tracklayers made vo resistance, but laid down 
their tools and quit. The Paymaster of the road putin an 
appearance, and, going to Kavanaugh’s headquarters, pro- 
ceeded very deliberately to pay the money direct to the men 
instead of to Kavanaugh. When evening came he began to 
haul off and make excuse for not paying out more money, 
and, shouldering his gripsack, started for his ee. The 
graders followed and surrounded the house, and demanded 
the $2,000 yet unpaid. He declared he had not the money, but 
he would pay itif they would go to Centreville, the head- 
quarters of the company. The men did not accept the propo- 
sition. A team was brought to the door, when the Pay- 
master quickly leaped into the wagon and skipped. Instantly 
pandemoniuni let loose was at bis heels, Horses, mules and 
men rushed at furious rate to overtake him, and, for over 
three miles, the chase was an exciting one. He was cap- 
tured and brought quietly back and given to understand that 
he could not leave until the men were paid. He resumed 
payment, and kept at it through the night, when he ran out 
| of money, after paying several thousand dollars, which only 
| incensed the men and confirmed their belief that he was at- 
|tempting to swindle them. He was kept in town several 
| hours, when several! influential citizens assured the men he 
| bad no more money, and he was then allowed to depart, and 
'a committee went -wn with him to see Gen. Drake, Presi- 
dent of the road. T.e commit e got boistprous, and threat 
ened to take the Paymaster and the engine back if they were 
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not paid, The Sheriff was called out with a posse 

the men, but finally wiser counsel prevailed, and Gen. Drake 
ordered the men taken back, according to promise, with the 
assurance that they should be paid. Meanwhile the men 
hold the fort, and will allow no progress to be made until 
chey get their pay.” 

Remarkable—If True. 

A special dispatch from Springfield, Ill, Sept. 22, to the 
Chicago Tribune says: ‘One of the most remarkable rail- 
road accidents on record, which appears to have heretofore 
been kept out of print, occurred at Casey ville, on the Obio & 
ilississippi, Friday night. The passenger train leaving St. 
Louis that night was drawn by an engine just from the 
shoos, woere 1 bad beeu completely overhauled and partial- 
iy rebuilt. The engine behaved first-rate until the Cascy- 
ville whistling-post was reached. When the engineer then 
attempted to shut off steam to slow down, he was thrown 
back on the tender and partially stunned. Kecov- 
ering, he sprang forward to stop the engine, but was 
inex pressibly astonished to see before him nothing but the 
end of the fire-box, the front of the cab, and the tubes of the 
boiler. The train was still running, baving passed through 
the town, but soon stopped. It was then discovered that the 
boiler had exploded, the force being spent forward and up- 
ward, so that the wheels remained on the track, while the 
momentum kept the train in motion. The strangest part 
of the affair is the fact that neither the engineer nor any 
one on the train beard the noise of the explosion, The con- 
ductor ordered on the brakes without hearing the engineer, 
because the train passed the town without stopping. The 
accident is one of the most peculiar in railroad history.” 

Other accounts received indicate that, while the engine 
was not thrown from the track, but ran a short distance, 
the engineer and others on the train were very well aware 
when it took place. The destruction of the boiler also was 
much less than indicated by the above dispatch. 


Sparrows. 


The Eastern Railroad Company has just paid a Lynn hack- 
man $1,100 for injuries sustained by a train striking him. 
Queer how these things happen. Up in Niagara they would 
undoubtedly pay a railroad company $1,100 for running 
over a hackman.—Boston Commercial Bulletin. 

While the editor of the Norfolk County Gazette, a little 
weekly paper published at Hyde Park, near Boston was 
writing a thrilling leader the other dav on the issues of the 
present crisis, aman rushed in and with excited manner 
told him that 21 lives had been lost by an accident on 
the New York & New England Railroad. Then he 
rushed out again as if inaterrible hurry. The newspaper 
man yelled and tried to stop him but it was no go, so he 
had no other course than to go out and investigate. He 
found 21 dead sparrows lyin ‘Killed by the express train, or, 
at any rate, the Boston Advertiser said he did. He was 
mad. We don’t blame him. In fact, we should think it 
much more creditable that 21 people should be killed by 
a railroad accident than that an express train should kill 21 
sparrows, whatever the Boston Advertiser and the Norfolk 
County Gazette may say to the contrary. A sparrow is 
nearly as hard to kill asa goat, and we wouldn’t believe 
that yarnif Eli Perkins or Ananias himself should make 
affidavit to it. . 

The Ft. Wayne Sentinel thinks that a railroad collision is 
a bang-up affair. 

An Austrian court has before it the question whether a 
breach of good mannergconstitutes negligence. There was a 
siight collision ona railroad over there, and in one of the 
coaches a man was just in the act of putting a piece of sau- 
sage in his mouth with a knife, when the shock of the col- 
lision made him eut his cheek badly. He sued for damages, 
but the company pleads in defense that to eat with one’s 
knife isa gross breach of good manners, and it should not be 
called on to pay damages to a man whose injury was plainly 
caused by his defiance of the laws of polite society. It isa 
knotty question, and the court is sitting up nights to think 
it over. 

A gentleman was explaining to a French railway station- 
master that the English had a system of allowing travelers 
to move about freely. ‘ But,” said the station-master, ‘‘ you 
do not know the French. They would be ali over the place.” 
, The wife of an engineer on the Philadelphia & Erie Rail- 
road attempted an innovation upon the old established 
modes of suicide. She went down to the railroad, and when 
her husband’s locomotive came along, threw herself on the 
track before it. Instead, however, of being cut into infinit- 
esimal atoms, she was hauled away by a neighbor who had 
been watching her.—North American. 

The Boston Post says that even a deacon won’t ask a bless- 
ing in a railroad dining saloon. He knows it is asking too 
much to be made thankful for what he will get there. 

In a railroad dining saloon, Indignant passenger shouts: 
‘“*Woiter ! where is the proprietor! I insist upon seein 
him at once!” The waiter surveys indignant passenger ant 
coolly replies: ‘You don’t think the boss eats his dinner 
here, do vou ¢ He knows too much for that.” 


indelible India Ink. 
Draughtsmen are well aware of the fact that lines drawn 
on paper with good India ink which has been well prepared 


cannot be washed out ~ mere sponging or washing with a 
brush. Now, however, it is proposed to.take advantage of 


the fact that glue or gelatine, whea mixed with bichromate | 


of potassa, and exposed to the light, becomes insoluble, and 
thus renders India ink, which always contains a little gela- 
tine, indelible. Reisenbichler, the discoverer, calls this 


kind of ink ** Harttusch,” or hard ‘ India ink:” it is made by | 


adding to the common article, when making, about one per 
cent., ina very fine powder, of bichromate of potash. bis 
must be mixed with the ink in a dry state; otherwise, it is 
said, the ink could not be ground up easily in water. ‘Those 


who cannot provide themselves with ink prepared as above | 


in the cake, can use a dilute solution of bichromate of pot- 


ash in rubbing up the ink; it answers the same purpose, | 


though the ink should be used thick, so that the yellow salt 
will not spread.— Workshop Companion. 


Prizes for Improved Cattle Cars. 


A dispatch from Chicago, Sept. 20, says: ‘“ Edwin Lee 
Brown of this city, President of the American Humane 
Association, will announce in the Chicago papers to-morrow 
that the-time for receiving models and plans of an improved 
cattle car for the transportation of cattle has been extended 
until the Ist of next January. The prize offered by the 
Association for this design is $5,000 and the money is al- 
ready in the treasury, e design may be either of a car 
entirely new in construction or such modification of existing 
cars wit oy best protect the animals that are being taken to 
market.” 

The conditions under which this prize is offered have al- 
ready been published in full. 


Railroad Advertising. 


The Chicago, Reck Island & Pacific Railway has had an 
elegant picture placed in the Exposition. It is a new device 
in pictorial railway advertising, and reflects considerable 
credit upon Mr. John C. Rettenburg, the car decorator of 
the company. The picture is painted in oil, and is some 25 


io saan | 


by 12 ft. in size. In the “eer left-hand corner is a faithful 
picture of the exterior of the Chicago depot, while on the 
upper right-hand corner is a representation of the interior 


pearance. The Kansas City and Council Bluffs depcts are | 


is the best feature of the work, for it shows the car in all its | 
departments. The portraits are good, while the panels, 


shades as the original. A fine map of the road completes 
the picture.—Chicago Inter-Ocean. | 


Cost of a Street Railroad. 


At the close of an interesting paper, chiefly historical, on | 
‘* Horse Railroads,” read before the Western Society of En- 
gineer of the North Chicago City Railway, the following | 
itemized statement of the cost of a mile of horse railroad in | 
Chicago at the present time is given: } 
COST OF ONE MILE OF DOUBLE TRACK AS NOW LAID BY NORTH CHICAGO | 
CITY RAILWAY, LESO, 





Labor and teams, including necessary excavation......$ 3,875.52 
2,640 cedar cross ties laid 4 ft. centre to centre 8/0” x 
5’ <8” at 30 cents » andb econ beaae bane? re 
21,120 lineal ft. pine for stringers 5/’ x8” at $10 per M. 
B. M. 70,400 on eaves ee Spe 
Beading and twandling same at $5 per M. B, M. 70,400... 
6,160 cast iron L angles at 8 lbs., at 3 cents per lb. 


792.00 


704.00 
352.00 


24 cents a soaes Kase ense ss Keeesianresatnns 1,478.40 
704 cast iron chair joints at 19 lbs. at 3 cents per lo. =57 
NED a ravers rei brcph 00 snes: dv b09 Fag ren hsadivescebiseés 401.28 


7,040 yards Bessemer steel rails at 45 Ibs. ‘per yard = 
316,800 lbs 158.4 short tons at $67 


SeSakeesincins.y>s, Spe 
11,616 rail spikes, counter-sunk heads, 5/*x%x}%” 


4,148 Ibs. at 5.16 cents.. Re ee ie 214.04 
18,480 rail spikes, counter-sunk heads, for L irons 4/7 x 
4!’ x4" = 5,133 lbs, at 5.16 cents.. , : 264.86 


$18,694.90 

Paving 5,280 lineal ft. x2 4/—2” horse paths with cob- 
ble stone = 4,889 square yards at $1.84...... rhhe vos 
Paving 5,280 lineal ft. x6 ft. with cedar blocks =3,520 
square yards at $1.10. .. ws weve ae 


9,005.76 


Es 3,872.00 
$31,572.66 
ITEMIZED COST OF PAVING TWO HORSE PATHS ONE MILE WITH COB- 
BLE STONE 5,280 LINEAL FEET *24/2/”=4,889 8qQ. YARDS. 
lecord of our av, cobble stone lays 22 sq. yds. =2224% _ 
cords at $20.......... ; ey ery: 5 pple $4,445.00 
Hauling above stone from company’s yard at $1 per 





IS ahas iad é Mask iaax cadvhee wee Gu A SPP RS nla 777.88 
Hauling above stone from yard to track on the street at 

TDs nencereses > PUTER ¢ eC ETE 777.88 
Gravel 4” deep =544 cubic yards at $1.75 on track ... 952.00 
Hauling 544 cubic yards from track to yard at 75 cents. 408.00 
Hauling 544 cubic yards from yard to track on street at 

75 cents a ee Ae ee 5 a aeiaaes 408.00 
Gravel top dressing 1” deep = 136 cubic yards at $1.75. 238 00 
Hauling above to yard 136 cubic yards at 75 cents... 102,00 
Hauling above from yard to street = 136 cubic yards at 

75 cents.. : Se Pare os $y rerbee 10:2.00 
Paver 106 days at $2.50 ee 265.00 
Rammer 106 days at § 212.00 
Laborer *212 days at $1.50 


318.00 
Total cost of 4,889 <quare yards of cobble stone 


pavement........ 
Total cost per square yard 


$9,005.76 
Eni aie hia bo ok 1.842 

Concerning the method of construction Mr. Wright said: 

* This great and growing traffic now requires the track to 
be constructed in the most substantial manner, and as the 
annexed estimate will show you involves an expense of 
$51,572.66 per mile of double track. The North Chicago 
City Railway Company lays cedar cross-ties 8 ft. by 6 in. by 
8 in. every four feet, and upon them a longitudinal stringer 
of Norway pine 5 by 8 in, dressed with a ‘ bead,’ fitting 
a corresponding recess in the head of the rail. 
which it assists in hoiding in line. A cast-iron L iron 
is securely fastened, with two spikes driven into the cross 
tie and one into the stringer, upon the outside of 
each stringer upon every cross-tie, and the same upon the 
inside of the stringer at the joints of the latter. The con- 
stant tendency of the track is to spread—it never becomes 
narrower, The rail * * * is of Bessemer steel, weigh- 
ing 45 lbs. per lineal yard. The cross-ties and stringers are 
securely tamped with iron bars, thus giving a continuous 
solid support. The rails are always laid to break joints with 
the stringer, and the rail joints are supported on iron 





| chairs cast to conform accurately to the rail, 20 in. in 
length. All castings for switches and frogs are ob- 
tained from Wm. Wharton, Jr., of Philadelphia, who 
| possesses an eviable reputation for first-class work. His 
| prices on board cars are 4 cents per pound for castings 
; and 6!¢ cents per pound for his patent steel-grooved rails 
curved to suit, Cobble stones of suitable size and quality, 
in our estimation, makes by far the best pavement for our 
| horse-paths, estimating as we do that our horses last 25 per 
| cent. longer traveling upon it than upon the slippery wooden 
| blocks. This fact, together with its greater durability, more 
| than offsets its greater first cost. It requires no argument 
to convince any humane man of its great benefit to our horses, 
| for it is only necessary to witness the painful struggles of 
| the poor animals upon the slippery wood upon a winter’s 
| day, and then to see the ease and freedom with which they 
| travel when the cobble-stone pavement is reached, My es- 
| timate of $1.84 per square yard for cobble-stone pavement 
is very liberal, as the annexed figures will show you.” 


British Rail Exports. 


|. For the month of August and the eight months then end- 
| ing the exports are reported as follows by the Board of Trade: 





| was found that the 
seats and other parts are painted in the same colors and | fire (supposed to have been set on fire), and an old colored 





August: 1880. 1879. Increase, P. ec. 

| Iron rails........ . 8,207 2 351 5,856 249.0 

| Steel rails.... 44,329 38,530 5,799 15.0 
Maa oh ciPb ci ove cadedees 52,536 40,881 11,655 28.5 
Eight months; 

| Iron rails ....... .. 102,733 25,574 77,159 301.8 | 

| Steel rails. . .531,686 223,153 108,533 48.6 
a oa wee 434,419 248,727 185,692 75.0 


The enormous increase in the exports of iron rails is especi- 
|ally noticeable, Last year it looked asif the demand for 
iron rails had about ceased, and that there would thenceforth 
| be little object in continuing their manufacture. But this 
| year the exports have been four times as great as last. The 
| increase in the amount of steel rail exports, however, is 
| greater than that in iron. 
The exports to the United States began to make some 
| figure in August last year. For the month and the eight 
| months they have been, both steel and iron : 


1880. 1879. Increase, P. c. 
August ........ cova Aenea cock, See 4,719 11,592 245.5 
Miggmt mIONENS. .0.5 085 hed seses 159,244 13,676 145,568 1064.4 


| The exports for the eight months are more than eleven 
times 9s great as last year, and the August exports are some- 
| thing less than the average for the year, but still consider- 
ably above the United States exports of the months immedi- 
| ately previous, when it seemed as if the fall in the price here 
| was likely nearly to put an end to other exports than those 





on contracts already made. 


The exports to the United 
States were 14,845 tons in July. 


of the same building, both of which are very natural in ap- | 4 Colored Woman Saves a Bridge. 


The bridge on the Washington & Ohio Railroad, near Car 


pictured in the other corners, while in the centre is an ex- | lin’s Springs, was discovered to be on fire yesterday morn- 
cellent representation of the interior of a dining-car, which | ing. As the train to this city on the road, about 7.30 o’clock, 


approached Carlin’s Springs, it suddenly came toastop. It 
ridge, 20 or 30 feet long, was on 


woman was busily engaged in trying to put it out. Some of 
the train hands and passengers went to her assistance and 


| extinguished the flames, and the bridge being hastily strength- 


ened, the train came over it safely, being about 30 minutes 
late. The conduct of the old woman was highly commended, 
and the passengers raised a purse of $10 and presented her.— 


gineers at Chicago, Sept. 7, by Augustine W. Wright, En- | Alexandria (Va.) Gazette, Sept. 21. 


ANNUAL REPORTS. 

The following is an index to the reports of companies 
which have been reviewed in previous numbers of this vol- 
ume of the Railroad Gazette : 





Page. Page. 
Alabama Great Southern...... 417 Lehigh Coal & Nav. Co, ....... 107 
Allegheny Valley............ SER SED. EGG VOOR so ccscen< cssceeeces 137 
Atchison, Topeka & Santa Fe .. 8326 Little Miami (P., C. & St. L.).... 218 
Atlanta & Charlotte Air Line... 226 Long Island...........-. ao 3 
Atlanta & West Point.......... 414 Louisville, Cin. & Lexington.. 479 
Atlantic, Miss, & Ohio.. 364,478 Louisville & Nashville...... 338, 417 
Atlantic & North Carolina..... 364 Maine Central................++- 202 
Baltimore & Potomac...... 152,319 Mass. R. R. Commission.... ... 
Boston & Albany........--+-.+++ 56 Michigan Central.. 244, 26 


cvc- 0b ey 
Boston, Concord & Montreal... 319 Mil., Lake Shore & Western.... 2 
Boston & Lowell.............+. 74 Minneapolis & St. Louis... 152,417 
Boston & N. Y. Air Line........ 403 Missouri Pacific................- 414 
Bur., Cedar Rapids & No .. ... 417 Mobile & Montgomery 
Bur, & Mo. River in Nebraska. 56 Mobile & Ohio...... ....... 
Burlingten & Northwestern... 288 Montpelier & Wells River...... 
Canada Southern 74 Morris & Essex..............-+++ 312 




















Cape Fear & Yadkin Valley 5 Nashua & Lowell.............0+. 364 
Carolina Central...........+0+0+ 4 Nashville, Chatta. & St. L...... 505 
Centrai, of Georgia OT EERE POE 238 
Central, of New Jers N. Y., Lake Erie & West....... 6, 12 
Central Vermont... N. Y.,N. H. & Hartford........ 6 
Charlotte, Col, & Augusta..... 151 N. Y., Providence & Boston.... 25 
Chartiers (P., C. & St. L.)....... 213 N. Y. & Oswego Midland....... ll 
Chesapeake & Del. Canal...... 826 Northeastern (S. C.)............. 374 
Chesapeake & Ohio........... - 96 Northern Central............+. 123 
Chesapeake & Ohio Canal......%19 Northern (New Hampshire). «+» 206 
Chicago & Alton.... ...... 186,156 Ogdensburg & Lake Champlain 4:6 
Chi., Burlington & Quincy. 16%, 176 Ohic & Mississippl...........++. 151 
Chi, Clint "DH ub., & Minn....... 178 Oregon Ry. & Nav. Co .. 464 
Chicago, Mil. & St. Paul... .2 PaCite BAG. woe 2s spepeecccccces 312 
Chicago & Northwestern. Paducah & Elizabethtown..... 238 
Chicago & Pacific PONBIMB. 0. .ccccccvcrsosscoseccces 202 
Chi., Rock Island & Pac........ 3% Pennsylvania Railroad.....140, 137 
Chi. & West Michigan _...... Pennsylvania & New York..... 15% 
Cin., Hamilton & Dayton....... 3 Pensacola & Perdido........... 238 
Cin., LaFayette & Chicago...... 2002 Philadelphia & Reading..... .. f 

Cin. & Mus. Val. (P.,C, & St. L.) 218 Phila., Wil. & Baltimore.... 11 


Cincinnati Soutihern............ 1 Pitts., Cin, & St. Louis.......... 218 
Cleve., Col,, Cin, & Ind.... Pitts.. Fort Wayne & Chicago ., 352 
Cleve., Mt. Vernon & Dela Pittsburgh & Lake Erie........ 40 
Cleve.. Tus. Val. & Wheeling .. 162 Pitts., Titusville & Buffalo...... 319 
Col,, Chie. & Ind, Cent. (P., C. Pitts.,Wh. & Ky.(P.,C. &St. L.)218 

; . B74 











J 7S eee Portland & Ogdensburg.. ... 
Col. & Hocking Vall Prince Edward Island.......... 162 
Columbus & Toledo., Providence & Worcester . B88 





Quincy, Mo, & Pacific........... 
Raleigh & Gaston....... 


Concord. ........0..0+ 
Connecticut River.......... 





Conn. & Passumpsic Rivers. H Richmond & Danville...... ... 

Consoiidation Coal Co ‘ . 124 Richmond & Petersburg....... 177 
Cumberland Valley..........+++ 152. Rome, W'town, & Ogdensburg, 11 
Dayton & Southeastern ....... 70 Rutlamd..... ....sceccccceceenees 436 
DGIRWATE, ..cccccccccce 0000 .-» 66 St. Louis Bridge Co............. 331 
Delaware & Bound Brook..... $12 St. Louis, Lron Mt. & Southern, 177 


Delaware & Hudson Canal, 96,178 St. Louis, Van. & Terre Haute.. 96 
Del. & Hud. Can. Leased Lines 178 St. Paul & Duluth O4 








Del., Lack. & Western........... 7 St. Paul, Minn. & Man..... 280, 479 
Delaware Western. . % Seaboard & Roanoke......... a 

Detroit, Lan. & No.. South Carolina..... .... .. 214, 280 
East Line & Red Riv South Carolina Railroads...... 40 









r 
East Tenn., Va. & Ga. Suthern Pacific............ 


















Fitchburg. Rs itn ncn ns kar 
Flint & Pere M tte ° 70 Texas & Pacific. 
Galv., Houston & Henderson 75 Troy & Boston .. 


Georgia R. R. & Banking Co. 
Georgia R. R. Commission. Union Pacitic.. ..... 
Grand Rapids & Indiana. Utica & Black River 
GRANGE TEAM. ciccece cecse 264 Vermont Valley.. 
Great Western Ses awe 





Troy & Greenfiel 


..264 Vicksburg & Meridian.... 








Hannibal & St. Joseph......... 162 Wabash, St. L. & Pacific oo 
Han. Junc., Han. & Gettysburg $12. West Chester & Phila.......... 75 
FROUBREOMIO, 06.0600 sscecrccscccces 234 Western, of Alabama........... 206 
Houston & Texas Central.. 364 Western North Carolina....... 188 
Huntingdon & B: T Western R. R. Association .... 46 
Illinois Central............. .123 Wilmington, Col. & Augusta,., 198 
Intercolonial.... ‘i. ‘wasnt 52 Wilmington & Weldon......... 108 
Kan, City, Fort Scott & Gulf. 73 Wisconsin Central..... .. . 318 
Kan. City, St. Jo. & C. Bluffs. Wisconsin Valley... ... ....... 178 
Kentucky Central Worcester & Nashua............ 237 


Lake Shore & Mich. South..25: 


Pullman Palace Car Co- 

This company’s report for the year ending July 31 gives 
the following financial statement: : 
OE a vies assess 
I ii Uirtks bias) sees 2 bee : bs) “Aiaie basedac 
Amount received from sale of old cars leased from 

Central Trans. Co.. sic oweene - 
Surplus. . 


| Fer tare sees $13,280,313 .26 
Cost of 472 cars eand equipments, 
including franchises. cee eee « $8,588,614 .08 
Detroit car works, cost... .... 564,468.79 
Chicago car works, under construc 
tion. cost todate.... etd 0228 
Patents, United States and foreign, 
Me Ceabbte bocce 0. 098 ° 
Furniture and fixtures of 52 offices, 
Real estate, Chicago...... : ‘ 
Amount invested in other car asso- 
ciations controlled and operated, 2,440,621 .26 
Construction material and operat 
ing supplies, including amount 
paid on ears in construction 
Balance of current accounts. . 
Cash on hand and in bank 


$5,990,200 .00 
2,476,000 .00 





419,003.81 
sees . 4,395,109.45 


230,125 86 


184,383 .43 
63,055.64 
2” 001.66 


718,879.47 

385,176,380 

282,386.77 

$13,280,313 .26 
The bonded debt consists of $1,593,000 currency 8 per 

cent. debentures, whereof $328,000 are due May 15, 1881, 

$445,000 due Feb. 15, 1887, and $820,000 due Aug, 15, 

1892; $767,000 currency 7 per cent. debentures, due Oct. 15, 

1888, and $116,000 sterling 7 per cent. debentures, due 

April 1, 1885. The surplus fund is included in the follow- 

ing accounts: 

Guarantee fund..... ....... ; aces ka cians s , 

Depreciation account, formerly sinking fund, to pro- 
vide for possible depreciation in value of fran- 
chises and patents ae 

Income account. 


$15,728.55 


800,000.00 
. 3,579,380.90 





POT NERS FOP TET re nee $4,395, 109,45 
The course of this surplus fund during the year has been 
as follows: 
Sum of surplus accounts, July 31, 1879......... $3,737 ,330.97 
Written off for cars sold and destroyed, 
replaced by new ones....... ..... ... $34,686 82 
Written off in settlement of claims for 
cars destroyed in Pittsburgh riots of 
ce VEE SR eee 18,608.12 
29.868.7 


CF cceee reer eeeessresseseeee ee 
Doubtful accounts written off . 
$3,163.71 





sttainat $3,654, 167.26 
740,942.19 


SONI Ec MEG, ound cvccccounecs coehos $4,395,109.45 
The stock was increased by $52,000, 


Balance sabi bal matic 
Add surpius from incume, as below... 


Changes in the 














ves 
00 
00 


81 
45 





.26 


10.00 
0,90 


19,45 
een 


0.97 


3.71 


57.26 


12.19 


09.45 
the 
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bonded debt were a decrease of $102,000 sterling bonds, 

and an increase of $568,000 in the currency 7 per cent. 

debentures, a net increase of $466,000. Right cars were 

~dded to the equipment. The stock is now $12,691; bonds, | 

$5,246 per car owned. 
The income account is as follows : 

Earnings, leased lines included.... .. ............... $2,051,299.81 


Proportion of earnings of sleeping car association 
IS 0 wadtirea 44> nad ewes beens bee 527.902 .77 











Patent royalties...... ¢ madd) oan enssteu seen OeREe ane. 14,022.50 
Profit and loss, including interest, discount and ex- 
MEETS cys sweet 4,4. 0F8G3NS as acrcentenrraneniets 42,243.43 
MINE. 0 rnc. veskhaentseuk< 2aksaaaceneeues $2,635,468 .51 
Operating expenses, including taxes, in- 
I OE so cbc ccdetines ne cceies koaeeane $636,777.12 
Maintenance of upholstery and bedding. 139,134.12 
Proportion of expenses of associations 
controlled and worked.. .............. 179,136.42 
i 955,047 .66 
Net earnings... .... Wus-eo:s! ad bcep- Cel eee $1,680,420.85 
Rental of leased lines ........... headaae $264,000 00 
Interest on bonds................cccccece 168,979.24 
Dividends on stock, 8 per cent.... ...... 472,876.00 
Balance of account for rebuilding and 
remodeling Cars................0-0+. 5,623.42 
_————s—«- 949,478.66 
Surplus to credit of income.................... $740,942.19 


The expenses of working, maintenance, etc., were 36.24 
per cent. of gross earnings. The earnings for the year, ex- 
cluding royalties and receipts from controlled lines, were 
$4,346 per car owned. A comparison with last year is as 
follows : 









1879-80. 1878-79. Increase, P. c. 
Gross receipts £$2.655,469 $2,196,735 7 20.0 
Net earnings 1,680,421 1,238,269 35.7 
Rentals and in- 
terest.... ... $432,979 $429,890 $3,089 0.7 
Dividends.... ... .. 472,876 471,056 1,820 0.6 
Rebuilding account. 33,623 10,920 22,703 207.9 
Surplus... $740,943 $328,403 $412,540 125.6 


The earnings, both gross and net, show a very considera- 
ble increase over last year. The expenses decreased slightly. 


Detroit, Grand Haven & Milwaukee. 





This company owns a line from Detroit, Mich., to Grand 
Hiven, 189 miles. There are 35.05 miles of sidings, includ- 
inz a spur 2.00 miles long to Corunna coal mines, and one 
0.65 miles long to the Insane Asylum at Pontiac. 

The equipment consists of 36 locomotives ; 28 passenger 
and 16 baggage, mail and express cars ; 824 box, 26 stock 
and 124 platform cars ; 4 service cars. 

The road was formerly the Detroit & Milwaukee, and was 
sold under foreclosure Sept. 4, 1878, and transferred to 
purchasers Oct. 18, 1878. The stock in the * present 
company is owned by the Great Western Railway 
Company of Canada and the road is operated in the 
interest of that company. The report is for the period 
from Oct. 18, 1878, to Dec. 31, 1879, but the state- 
ments of traffic and earnings are for the calendar year 1879, 
in order that comparisons may be made with previous years. 

The general account is as follows : 


Stock ($7,937 per mile) .................. 
Bonds ($27,513 per mile) ........ 

Accounts ; ' 
Renewal and insurance funds 
Profit and loss wens } 





ene $1,500,000.00 
praleaiminbiee rr 5,200,000 .00 
336,919.54 

97,854.65 
50,557.07 





RS hte a can eueninre y's 40606 slew Ce eeebiae $7, 185,331.26 
Construction and other property..... $7,008,073 .24 
Current accounts hebeens +siewe den 104,323.49 
Materials .... Sap enkec’ wes ab 25,191.96 
Cash F 47,742.57 


———— —— $7,185,331.26 


The bonded debt consists of $2,000,000 equipment 6 per 
cant. bonds, and $3,200,000 consolidated 5 per cent. bonds. 
A sutiicient amount of equipment bonds is held to meet 
$805,183.42 sectional bonds prior to the foreclosed mort- 
gages, which mature at various dates. 


The traffic for the year was as follows: 

Train miles: 1879. 1878. = Inc. or Dee. Pe, 
Passenger “ cahelen 304,212 390.561 I, 3,651 0.9 
Freight................ 360,534 858,306 I. 2.228 0.6 


Total revenue miles 754,746 748,867 1. 5,879 0.8 
Locomotive miles..... BIBS isveceat ons cw pian Ca t-etmee poe 
faruiinn ......<. ..... 9,750,407 9,398,976 I. 381.431 4.1 
Passengers carried.... 434,246 409,200 1. 24,956 6.1 
Passenger mileage....14,643,030 13,738,443 I. 904,587 6.6 
Tons freight carried 444,903 373,052 1. 71,851 19.3 
Tonnage niileage......49,824,759 43,201,869 I, 6,622,890 15.4 


Av. train load: 


Passengers, No........ 37.15 35.17 1. 198 5.7 

Freight, tons....... 138.21 120.57 I. 17.64 14.6 
Av. rate: 

Per pass. per mile..... 2.77 ets. 2.80 cts. D. 0.03 et. ee | 

Porton CO one 588 140“ D. 007" 5.0 


The average freight rate shows stilla decrease, but has 
been lower. 

The earnings for the year were as follows : 

1879. 1878. Increase. Pc. 
$406,761 $383,302 $23,369 6.1 


Passage......... 
2, | Serr . 663,629 617,991 45,638 74 
Other sources.... ..... . 42,073 36,064 6,009 16.7 
Total... ............ $1,112,463 $1,087,447 $75,016 7.2 
Expenses.... .......... 744,584 717,153 =27,231 83.8 
Net earnings... $368,079 $320,294 $47,785 4.9 
Gross earn. per mile ..... 5, 886 5,489 397) 7.2 
Net sik ns ee 1,947 1,695 252 14.9 
Per cent of exps........... 66.922 eee +e 


The increase, both in gross and net earnings, was very 
considerable. The net earnings were the largest ever re- 
ported, 

The interest charges for the year were $280,000; loss on 
Lake Michigan, $26,194.26; total, $306,194.26, leaving a 
balance to revenue of $51,573.25. 

For the whole period of 14 months and 13 days the re- 
ceipts, etc., were as follows : 


SUID 0.50 ccus 940.0000 04800 tee sa aeennaeee oes $1,3°22,202.84 





Expenses.........--..-- bili oc 5 bccn ena Joon 828,017.34 
Net earnings.......... $494,185.50 
Interest and all other charges..................2. e000 445,628.45 
ee a er eee $50,557.07 


Provision has been made from the revenue for renewal of 
the roadway and rolling stock, and a system of annual 
charges in the accounts alequate for that purpose has been 
inaugurated. The loss 0. the cargo of the Northwestern 
‘fravsportation Company’s steamer Amazon, on Oct. 28 
1879, at the entrance of Grand Haven harbor, is reported 





RAILROAD EARNINGS IN AUGUST. 


| MILEAGE, 
NAME OF Roap. | 








} 1880, | 1879. Inc. | Dee. | Pere. | 

Pee, pein, Beet: (hoot. 28 taal 
Alabama Gt. Southern ......... Oe ae ite 
Atchison, Top. & 8. F.......... 1,382, 981 401)........ 40.9 
Burl’gton, Ced. Rapids & North.| 492, 434 58]...... 13.4 
OY 2 ee aaa 146 )—s«146........ ETA OPT 
ae 2,461; 2,235 126).... 5.4 
Chesapeake & Ohio......... — 435, 435... ... oat 
Chicago & Alton.:............... oR, Awe (er eel page aiiage 
Chicago & Eastern Illinois..... 220' 158; Glij........ 38.4) 
Chicago, Milwaukee & St. Paul. 3,111) 2,182) 929)........ 42.6 
Chicago & Northwestern....... 2,575, 2,200 285)....... 12.5 
Chicago, St. Paul, Minn. & Om. 204 240 BbdsS 0s 22.5 
Cin. & springfield.............. $1 Beaters neiaatindt Peiaaige 
Cleve., Col., Cin. & Ind......... ee. __ RSS ens Bree 
Cleveland, Mt. Vernon & Del.. Bs ME edn dl naka kp lanambeis 
Denver & Rio Grande.......... 5 






Denver, South Park & Pacific.. 
Des Moines & Ft. Dodge..... ; 
Flint & Pere Marquette........ 


Hannibal & St. Joseph....... .. 
Illinois Central, Illinois lines. . . 
a ‘ Iowa lines..... | 


Ind., Bloom, & Western....... 
International & Great Northern 





Kan, City, Ft. Scott & Gulf.... 10.0 
Kansas City, Lawrence & So... 63.0 
Lake Erie & Western .......... 21.6 
Louisville & Nashville.......... 54.1 
Mar., Houghton & Optonagon. . Deades 
Memphis & Charleston......... 
Memphis, Pad. & No........ ... 
Missouri, Kansas & Texas...... j 
Mobile & Ohio RY IRE BR 
Nash., Chatta. - 454 454 ..... =e 
N. Y. Central & Hudson River.| 1,019 0.1 
Northern Central... .. Fil MEE MEER Oe. gals asec lees sae 
Northern Pacific............ 5 | 714, 644 70. OD 
Ogdensburg & Lake Champ. ... 122 SE PRES Arey 
Paducah & Elizabethtown.. ..' 185 a BEE BP Be 
Pennsyivania.... ...... ... L880 1,872 ee 04 
Philadelphia & Reading. . SAS; O26)...... 43 4.0 
Pitts., Titusville & Buffalo, .... 163 120 GBs svi 35.8 
St. L., Alt. & T. H., Main Line. 195 ES) ee . 
St.L., Alt. & T. H., Bellev'le L’e 71 SS See 
St. Louis, Lron Mt. & Southern. G85, GR5)...... leuenal wi hele 
St. Louis & San Francisceo..... 59? «6449 «:143)...... ULS8 
St. Paul, Minn. & Manitoba.... 656 558 _. ee 17.5 
St. Paul & Sioux City........... 509 320 180)... 54.7 
Scioto Valley........ Mieawe 100 100 .. 5 Bene # Soc 
Texas & Pacific.. pagteee ikon 475 444 er 70 
Toledo, Pecria & Warsaw...... Es, . ME) cvavedlanebers ee 
Wabash, St. L. & Pacifie... ... 1,670 1,226 444)... 36.2 
Total, 51 roads.. ..... 81,507 27,514 3,993 43).... 
Serres ere, | eee $,050|........ 12.5 
i 1 


: EaRNinas 
EARNINGS. | PER Mine. 
; —_S — 
1880, 1879, Increase. | Decrease.|Per c.| 1880 1879, 
$ $ 
58,701 vA 807 
673,000 516,765, 


























1,771,314 choad 
126,144 38,449 ....... 
75,091 Sisesbsenea 
454, 164 70,906 
30,681, $20,370;  1,302)....... 
395,472 
128,811 
33,103 
130,488 
212,806 
566,489 
131,808 
116,732 
143,878 
85,135 
50,664 y 
127,811 60,756) 
795, 800 x 352.051). . 
133,600 99,450 
80,132 19,721 
16,941 11,617 5,324)... 
350,695 306,335 44,360 
136,166 106,147 30,019 
169,325 142,182 f 
3,022,855 2,546,020 
HB OR 516,716 137,207 
208,500 210,027;..... 
54,863 54,187 O76 
34.5058 27,331 
3,725,855 2,082,718 
LSOSLSIS 1,462,280 
55,500 37,526 
144,773 105,648 
59,560 43,764 
543,500 403,316 
267,519 181,451 
it) 188,040 
2 97,867 
$2,384 29,205 3,179 
226,073 184.725 41,548 
1:27, 265 102,282 24,087 
820,086 365,230 





| 23,205,707) 18,115,741 5,004,831 
| nore 5,080,066)... . 


RAILROAD EARNINGS, EIGHT MONTHS ENDING AUGUST 81. 
















MILEAGE, EARNINGS. KARNINGS Per MILE. 
| 
NAME or Koap. | ; . : : 
1880, 1s70.| Inc. Dee Pe. 1880, 1879. Increase. cae P. ¢. 1880, | 1879, Ine, | Dee. P.« 
| } 
: ee we ¢ |. :.1 8.) eed 
Ala. Gt. Southern ...| 200, 290)......).... .... 390,903 54,040) 156,044). 53.3) 1,348) 879) 469......) 53.3 
Bur., Ced. Rap. & No.| 49? 43400 O8).... 13.4 1,285,938 BB4G41) 401,207... 45.4) 2.614, 2,038,  576'...... 28.8 
Cairo & St. Louis..... i a ee en ere 252, 168 158,990) 93,178. 58.6! 1,727 1,089, G38......) 58.6 
Central Pacific........ | 2,40), 2,268) 133).... 5.09 49,094 10,870,699) 1,278,005 11L.& 5,060 4,793 %67.... 5.5 
Chesapeake & Ohio...) 435, 435 tn Re pies 56% 1,201,886| 554,495). . 46.1) 4,038 2.763) 1,275... 46.1 
Chicago & Alton......| 840 753) 87).... 11.6 ‘ 3,304,588! 1,530,724) ... 46.3) 5.756! 4,388 
Chi, & Eastern Illinois | 18 L5v, 30)|....'18.8 77 en 248,708 47.0 4,120 3,333 
Chi., Mil. & St. Paul...) 2,600 1,886) 773). 42.1 7,464,000) 5,542,067) 1,921,033 34.7 2861 3.019, 
Chi, & N. W......... | 2,350 2,175) 184) 8.5 11,955,653) 9,60) 520) 2, 335) . 24.5, 5.068 4,415 
Chi., St. Paul, Minn. | | | 
& Omaha ...... cot” BF 240 $1).... 12.9 934,783) 717,208 217 ABS 30.3 3.449 2.089 
Cin. & Springfield... | 81 RS! PR Here 540,847) 452462) O7,585 215 
Cleve., Col.,Cin. & Ind.| 391 3o1 osee0d| sees 2,682,232 2,141,840 DAO BK 
Cleve., Mt. V. & Del... | 157 - ae Ss Fee 270,430 242,008 28,422 
Denver, So. Park & P. 144 RO 4 75.3 = 1,367,344 3OU,887 7,457 
Des Moines & Ft. D'ge} 84 Pe, : 196,340 142,00 53,681 
Flint & Pere Mar..... 206 2RU 16)... 5.7 987,503 686,181 t01,412 
Grand Trunk.... ..| 12738 1,380... .) 107 7.8 6,807,444 5,GL0,01L5, 1,197,429 
Great Western.... ...| 526) 526)... .|.... 00 $,261,023 2,760,228 500,705 
Hannibal & St. Jo....) 20 292 Wh ceeee = 1,612,983 = 1,134,402) 378,531 
Ill. Cen., Ill. lines .. 882 854 28 | .. 383 3,928,022 3,491,181 486,841 
[ll. Cen., lowa lines. 4U2, 402)....,.].... ..... 1,016,246 911,048 104,208 . 
Ind., Bloom. & West. . 212 | | ee a 789,874 719,219 7FOU55 
Inter. & Gt. Northern) 526 519 7 1. 074,084 905,031 69,653. 
Kan, C’y, Ft. 8. & Gultt 176 160 16..... 10.0 718,806 527,549 196.257 
Kansas C’y, Luw.&30., 255 167  88).... 52.7 457,24" 296,201, 161,044 
Louisville & Nash 5,580, 1 Lt 3,491,750] 2,088,360 


1,436 990) 446..... 45.0 


Marq., Hought.& Ont.) 86 86 540, LBL 371,221 168,950 
Mem. & Charleston..| 202 202 ...,. we 647,945 498,207 149,646 
Mem., Paducah & No. 115 115 s ee 130,305 100,517 20,788 
Missouri, Kan. & Tex., 7386 786 veeee 2,656,704 = 1,807,808) = 848,806 
Mobile & Ohio... ....; 506 515)....... 9 1.7) 1,280,613 1,078,217) 207,406 
Nash., Chatta. & St.L.| 45 SEE Ges Lee 1,345,626 1,113,659) 251,967 
N.Y. 0. & Hud. R.. | 1,018 1,018) 200) 000)).22)) enezstea9] 17}898,419! 3,730,230). 
Northern Central.. .. WE. « Me ebespalsaenions 3,120,012) 2,475,061 OM 51 
Northern Pacific......| 680 644 36'....| 5.6) 1,363,579) 1,112,493 41,080 





Ogdensb’g & L. Cham; 122 tbe, sleaasleene 344,530 
Pad, & E’town..... .. 18> ar ase 244,358 
Pennsylvania..... ...| 1.809; 1,716 93'....| 5.5! 26,607,074) 21, 
Phila. & Reading....| 921, 855 6b 7.7 11,004,115! 9, 
Pitts., Titusv, & Buff.| 153! 120) 33)....\27.5 372,672 
St.L.,A.&T.H.,M. Live et. Pwdes oh icactnasn 807.904 
St.L.,A.& T.H.,B. Line 71 SR 403,580 


‘ 
St. L., Iron Mt. & So..| 685, 685... 3,504,641) 2, 


St. Louis & San Fran. 549) «348 «(201).. 57.8 = 1,598,238 
St. Paul & Sioux City.) 480 320 151).... 45.9 882,846 
Scioto Valley........ 100 RS BS? See 201,087 
Toledo, Peoria & W...! 237) = 237)... 900,171 


wot st ove eoeleeses 
Wab., St. L. & Pacific.’ 1,583) 1,219) 364..... 29.9 7,564,260) 5, 


Total, 48 roads... ... 28,523 25,754/2,005| 116 ..... 
er ree. i: Rae | 


and is placed in the accounts, after deducting insurance, at 
$30,348. 92. 

Improvements to the extent of $200,783.74 have been 
made in the railway and rolling stock, which sum was 
advanced by the company, and will be repaid out of the 
proceeds of equipment bonds. The completion of the steel 
railway, bridging and ballasting will ave further 
expenditure during the next two years, to be met in the 
same manner. Tne locomotive equipment has been in- 
creased by the addition of six new freight engines, and it is 
contemplated to increase the total number to 45, after the 
working of the Jine has been fully tested. No accidents 
have bappened on the line during the period, ; ie 

The report of the Engineer shows an expenditure in his 
department of $157,567.47 chargeable to capital, and of 
$227,614.27 chargeable to revenue. 

The items under the former total consist of steel rails and 
fastenings, $60,532.83; bridges, $23.596.86; buildings, $26,- 
523.47; roadways and sidings, $87,724.81; right of way, 
$9,200. The items chargeable to revenue are classified as 
repairs and renewals of bridges and culverts, $20,126.22; 





160,222,823 126,010,538 34,212,285 .... 


267,150) 77,380 





184,114 0,244 
170,685 5,427,580 
400,470 1,545,645 

308, LOS 64,474 

DOs 258 200,646) ........ 
3 9.308 74.272) .... 


4,077 930,064 
y TO9.904 
207,345 . 
23,6835 
780,391 110,780 

131,806 2,452,457 






° 4,807 
«+0 (34,212,285 ..... -| 27.2 eves 


| 


station sidings, $7,945.36; fences, $14,533.26; buildings and 
wharves, $15,788.81; signals, $1,754.04; approaches, %35,- 
222.39; roadway, $117,619.38; engineering superintend- 
ence, $5,630.46, and amount placed to credit of rail renewal 
fund, $40,803.29. 

The principal new buildings erected have been a car repair 
shop at Detroit, freight shed at Lowell, transfer shed (half 
cost) at Nunica Junction, and grain elevator at Lonia; 11,200 
rods of fences have been rebuilt. The number of tons of 
steel rails in the main line, when complete, will be 17,016, 
of which 15,783 have been laid, leaving 1,233 yet to be 
placed. The number of tons laid in 1878 was 1,200, 

In the Locomotive Department the sum of $41,133.07 was 
expended on capital account, for additions to the property, 
besides all expenditures on revenue account, The cost of 
motive power per train mile was 17.61 cents, against 10.00 
cents in 1878. 

The car equipment received thorough repairs as far as 
possible. The average cost of repairs was 0.789 cent per 
car mile, 
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EDITORIAL ANNOUNCEMENTS, 





Passes.—All persons connected with this paper are forbid- 
den to ask hor passes under any circumstances, and we 
will be thankful to have any act of the kind reported to 
this office. 


Addresses.— Business letters should be addressed and drafts 
made payable to THe RaIL ROAD GazeETTE. Communica- 
tions for the attention of the Editors should be addressed 
Epitor RAILROAD GAZETTE. 





Advertisements.— We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
umns We give in our editorial columns OUR OWN opin- 
ions, and those only, and in our news columns present only 
such matter as we consider interesting and important to 
our readers, Those'who wish to recommend their inven- 
tions, machinery, supplies, financial schemes, etc., to our 
readers can do so fully in our advertising columns, but it 
is useless to ask usto recommend them editorially, either 
for money or in consideration of advertising patronage. 





Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if they 
will send us early information of events which take place 
under their observation, such as changes in vallvoad offi- 
cers, organizations and changes of companies, the letting, 
progress and completion of contracts for new works or 
important improvements of old ones, experiments in the 
construction of roads and machinery and in their man 
agement, particulars as to the business of railroads, and 
suggestions as to its improvement. Discussions of subjects 
pertaining to ALL DEPARTMENTS of railroad business by 
men practically acquainted with them are especially de- 
sired. Ofhcers will oblige us by forwarding early copies 
of notices of meetings, elections, appointments, and es- 
peokaly annual reports, some notice of all of which will 
he published 


THE PROMOTION OF EMPLOYES. 


In the early part of the current year we published 
two articles on the subject of ‘‘ Advancement,” in 
which the subject was more especially treated in its 
relation to the conduct and general line of action of 
the employé. The object of those articles wis to instil 
in the minds of the employés the necessity of Jeeply- 
seated principles of sterling honesty, to encourage 
them to a more conscientious performance of all duties 
pertaining to their respective stations, and to demon- 
strate how very essential careful study and thorough 
preparation are to the satisfactory and successful per- 
formance of the more responsible duties that may be 
required from them should they be promoted to a 
higher grade of the service. 

In considering the subject from that stand-point, the 
position and responsibilities of the railroad company as 
employer was only referred to incidentally ; not be- 
sause the railroad company had no reciprocal interests 
and duties, but for the reason that an elaborate discus- 
sion of the obligations on the part of the railroads was 
not only unnecessary at that time, but might have 
diverted the attention of the reader from the subject 
more directly under consideration. And, acting upon 
that assumption, it is now proposed to consider 
the subject of advancement in connection with the 
duties and responsibilities of the management. Now 
the fact that to merit advancement necessitates on 
the part of the employé increased exertion and 
closer application to his duties and persistent devotion 
to the interests of his employer is conclusive evidence 
that there must be a corresponding obligation on the 
part of the employers, and that they are morally 
bound to show their appreciation of the increased 
value of the services rendered them by a judicious 
discrimination in the matter of promotion. To show 
how this may be done, and the manner in which it is 
often not done, this article is devoted. 

As in geavral affairs wealth is only the portion of 
the few, and those in high places bear but a small 











relative proportion to the masses that are subordinate 
to them, soin railroad life the number that can hold 
the few really good and fairly remunerative places is 
but a small percentage of the vast number engaged in 
the service. This being the case under the most libe- 
ral and equitable management, in any event all that 
are qualified cannot expect to obtain desirable posi- 
tions that they may be perfectly competent to fill with 
credit to themselves and profit to their employers. 
This, however, is no reason why every railroad employé 
should not be stimulated by a laudable ambition to 
endeavor to secure as thorough an understanding of the 
practical workings of his particular department as 
possible, and to acquire as good a general knowledge 
of the details of operation of the other departments as 
he can; then, should opportunity occur for his ad- 
vancement, he will find himself well qualified and in 
possession of the requisite knowledge successfully to 
acquit himself in any position in which he may be 
placed. 

In considering the elements that contribute to what 
may be termed the present unsatisfactory condition of | 
the railroad service, probably nothing can be men- 
tioned that has exercised a more detrimental influence 
in regard to the securing a competent and efficient per- 
formance of duties than the general uncertainty 
of position that seems to pervade all branches of the 
service. In fact, it has almost become proverbial 
among the railroad emplovés that there is no species of 
labor where men are so uncertain of their position as 
the one in which they are engaged; and any policy 
that may be adopted by the railroad companies that 
will assist in destroying this view of the service cannot 
fail to be beneficial, both to the railroad company and 
to its employés, and would go a great way toward pre- 
venting the many entering the service who, under the 
present order of things, only enter it as a temporary 
* make-shift,” to cover living expenses while they are 
waiting for an opportunity to obtain more congenial 
employment. While nothing can, probably, be devised 
that would admit of the promotion to a higher grade 
of all who might become qualified therefor, the service 
could undoubtedly be improved by the adoption of 
some system of discrimination by scaling wages in 
some degree on the principle of length of service, by 
which a certain premium could be allowed those who 
had been longest in the service of the company, and 
who were still performing faithfully the duties that 
might be required of them, Take, for instance, en- 
ginemen and firemen, or conductors and trainmen . 
let them know that after they have been in the serv.c 
of the company for five consecutive years they would 
receive a certain advance over those who had held the 
same position for a shorter time, and that when they 
had been in the service of the company fora term of 
ten consecutive years they would receive another ad- 
vance, and they would not view their connection with 
that particulir road as a matter of little importance— 
would find an obj. ct in the expected advance in wages 
upon the completion of the required term of service 
that would be a potent influence in securing their most 
faithful service. It is understood that this advance 
would not apply to men who were indulent, careless or 
inattentive to their duties; such men are undersirable 
and unprofitable at any figure, and the closer pruning 
of such men any railroad corps gets, the better it is for 
all interested. 

Let the stations be graded in different classes, and 
any vacancy that may occur in an agency of a higher 
class be filled either by the transfer of an agent from 
a less desirable station of the same grade or from a 
station of the next lower grade. This would act as a 
stimulus to all agents to give the close attention to 
their present duties, as by no other course could they 
expect to be advanced. Ordinarily speaking, all new 
men should be required to enter the service in the 
lower ranks, and give evidence of their worthiness 
before they were promoted to more responsible and re- 
munerative positions. By this means, the atlvance-| 
ment of an employé would in a great measure depend | 
upon his merit, and while we might have fewer strik- 
ing illustrations of brilliant and rapid advancement, 
the general efficiency of the service would be elevated 
in no inconsiderable degree, and in the same ratio as 
the above system of promotion was carried out. Ac- 
cording to common report, this principle is recognized 
by the Pennsylvania and a few of the other roads, and 
in every instance their service takes prominent rank 
for general efficiency. 

A great injustice is frequently done to men highly 
worthy of better treatment by keeping them in a 
certain position year after year, for the reason that 


that the honorable and satisfactory performance of the 
duties of their present position has an adverse influence 
on their chance of : promotion, and the management, 
while admitting the value. of their present 
service, passes them by under the _ subter- 
fuge that they do not possess the necessary executive 
ability, have not the requisite tact or thorough know- 
ledge of people or business required in the position to 
which promotion would be desirable, and the really 
deserving employé is kept in the same rut for years, 
and the evidence of the high appreciation in which he 
is held is demonstrated by the advancement of younger 
men over him. he consequence is such men become dis 
couraged, and, to use an Irishism, ‘‘ the heart is taken 
out of them,” and, while they perform their routine 
duties in a perfunctory manner, they eagerly embrace 
the first opportunity to sever their connection with the 
company and engage in other pursuits. Unfortunately, 
this is likely to prove disastrous to them. Their close 
application to their railroad duties and long service 
have prevented them from acquiring any valuable 
knowledge of other business. It may be claimed that 
this is an exceptional case, but upon giving the matter 
a little thought almost any one can remember at least 
one case similar to the one just quoted. 

Another thing that is apt to stir up bitter feelings 
against the management is when a vacancy occurs in 
a comparatively valuable position, and while several 
of the employés are exerting themselves to the utmost 
to secure the coveted prize, and even those that have 
no expectancy and possibly no desire to gain the ap- 
pointment for themselves, are looking on with interest 
and closely watching to see who the fortunate ap- 
pointee will be, a new man, who has had no previous 
connection with the road, steps in and secures the 
coveted prize. Such action cn the part of railroad 
managements is not infrequent, and cannot help hav- 
ing a demoralizing influence on the entire service. It 
is immaterial how humble an employé’s station may 
be, he will observe these things ; and while he may be 
unable to reason according to any approved system of 
logic, he will be apt to quickly arrive at a direct con- 
clusion, and will make a personal application of the 
His conclusion will be that in the 
instance under consideration appointment went by 
favor, and meritorious service was considered as noth- 
ing; his personal application will be that the same 
rule will or may apply in his case, consequently there 
is no adequate incentive to cause him to use more than 
ordinary zeal in the performance of the duties of his 
position. What is the general sentiment that prevails 
at the present among railroad employés in relation to 
Is it that merit is a prime factor, or that 
continued faith{ul service receives due consideration ? 
Should you be able to overhear a gathering of railroad 
mea discussing the possible chances of the respect.ve 
parties who aspire for the appointment to a de- 


principle involved. 


promotion ? 


sirable position, would you be as Lkely to hear 
any one advance the statement that Smith would 
get the position because he was the best 


qualified, or that Jones was sure of it for the reason 
that he was competent and entitled to-the position by 
seniority of service, as you would that Brown stood a 
good chance for it, as his uncle was a director, unless 
Jenkins could get his brother-in-law (who is a State 
Senator) to work for him, though they both would 
have to look oul for Adams, who is backed by high in- 
fluence? The men may be altogether in wrong in 
their conc!usions regarding the case that they are dis- 
cussing, but the fact that tney discuss it in the man- 
ner they do indicates that analogous cases are not in- 
frequent. They are directly interested and observe 
closely, and their conclusions would undoubtedly be 
sustained by many parallel cases that have come under 
their personal observation. 

It may be advanced that as the railroad company 
pay the current wages to the different grade of em- 
ployés, it is in no manner responsible to the employés 
as to how appointments should be made; that the rail- 
road is the property of the company, and it has a right 
to operate its own property in any manner it prefers; 
that the company is under no obligation to promote 
any employé, and as the company pays stipulated 
wages in the expectation of faithful service, it can 
justly expect the same without any consideration of 
future regard to the employé. Ina certain sense this 
may be true, but admit that it is true in every particu- 
lar, it must be remembered that the appointments (ex- 
cepting it may be a few of the very highest ones) are 
not made by the real owners of the road, but by the 
directors and managers who are elected or appointed 
to manage the affairs of the owners as their repre- 





the details of the work devolving upon them are so 


sentatives, and that the stockholders can justly expect 


intricate that they cannot be mastered easily, and there | their representatives to adopt the policy that will be 


is a fear that the interests of the company may suffer 
in some way while another person is familianz_:¢ 


himself with the manifold details. Thus it happens! 


the most conducive to the successful operation of the 
road. Upon this point, even if the matter is not 
viewed from the higher ground of there being recipro- 
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cal interests and duties between the railroad and its 
employés, but merely in connection* with the promo- 
tion for efficiency of service, it is beyond question that 
a just and equitable, not to say liberal, policy in refer- 
ence to the welfare and prosperity of itsemployés will 
be productive of a better and a more economical ser- 
vice, and will create a better feeling and greater har- 
mony between the road and its servants, than the 
adoption of any policy that only treats the subject 
from the stand-point of the employer without regard- 
ing the interests of the employed in any way. The 
theory that generally speaking one man is as good as 
another, and that because men can be easily replaced 
upon the same termsas they are working, they are not 
entitled to any consideration when they think they 
have good cause for complaint, is not only erroneous 
but unjust, and any person that has the control of a 
large number of men and governs his actions by these 
ideas will soon or late find to his sorrow that he has 
been laboring under a grand mistake. 

Owing to the magnitude and variety of the labor re- 
quired in operating railroads of any considerable size, 
the service has of necessity to be divided in several de- 
partments, and the departments have to be subdivided 
in many parts to meet the requirements of a large 
traffic and a great number of employés, so that the de- 
tails of all branches of the business can be under the 
supervision of competent officials. The consequence 
is that but comparatively few of the employés come 
under the personal observation of the managers-in- 
chief, but receive their instructions and are frequently 
hired and discharged by subordinate officials. Possi- 
bly this cannot be altogether avoided. As far as giv- 
ing instructions is concerned, there may be no reason 
why it should be avoided, but the delegating to subor- 
dinate officers of the powers to engage or dismiss men 
should be made under considerable restrictions, if it 
be necessary that the authority should be granted 
them at all. For, if the employés think that they hold 
their places subject to the will of their immediate su- 
pervisors, or the head of their department, they will 
naturally think that it is more important to them to 
endeavor to retain the good will of those ofticers than 
to devote their energies toward the promotion of the 
interests of the company. Aguain, the possession by 
the subordinate officials of practically unlimited powei 
as to the treatment of employés frequently causes the 
rapid advancement of sycophants who have give1 
greater attention to the art of flattery of the officia 
who has secured their positions for them than the: 
have to the faithful performance of the duties of thei 
position. They find that this is the most profitable, as 
has been proven to their satisfaction by their havin; 
secured promotion over the heads of those whose faith 
ful services justly entitled them to advancement, 
but who have had more self-respect and too high < 
sense of honor to resort to fulsome flattery and de- 
grading subserviency to attain their end. Nomentio 
need be made of direct or indirect bribery to secure 
promotion. While this may sometimes be practiced. 
it is doubtless more rare than many suppose. In the 
majority of instances, a discreet system of flattery is 
a far more potent instrument. Many aman who would 
indignantly spufn the slightest suggestion of a bribe, ii 
approached at his weakest point would not be proot 
against flattery judiciously used. Men like to believe 
that they are regarded as exceptionally intelligent and 
competent in all things appertaining to their vocation, 
aud are apt to consider that the recognition of their 
possessing this more than ordinary intelligence is strong 
evidence of the excellent qualifications and great dis- 
cernment of the subordinate or person who recognizes 
their marked ability. Every man likes to hear agree- 
able things concerning himself, and is not given to in- 
quiring too closely as to whether or not these assertions 
are the candid expressions of the honest belief of the 
persons making them. 


In defense of the policy of permitting the heads of 
departments andthe higher grade of sub-officials to 
select and dismiss employés that are under their con- 
trol, it is often advanced that these officers are 
responsible for the successful transaction of all matters 
connected with the business of their departments or 
the branch of service under their supervision, and that 
they could not be expected to do this if impediments 
were placed in their way, by limiting their authority 
and not permitting them to hive the selection and full 
control over the company’s servants that are under 
them and for whose actions they are in a great measure 
responsible. To a certain extent this is true, but even 
the strongest advocate for unlimited power over 
subordinates will admit that the head ofa department 
has not absolute control over the business of his de- 
partment, but must be governentin his management 
of the same by the general policy that has been deter- 
mined'upon by the company through its board of di- 
rectors; and why should not the same argument apply 





in regard to the treatment of employés? It is stated 
that in some of the European countries no railroad 
official, however high his rank, has the power to hire 
any servant of the company, but that all applications 
for employment are presented with accompanying 
references to the board of directors, and are acted 
upon by them or by a committee that they may ap- 
point, ana that whenever it may be considered neces- 
sary to remove an employé for incapacity, negligence 
or any other cause, his superior has only power to sus- 
pend, but before the employé is dismissed a formal 
complaint must be made to the board of directors by 
the officer in charge, and the evidence bearing on the 
case rz.ust be presented by the complainant to sustain 
his charge, and the final decision in the matter is made 
by the board of directors. In those countries the di- 
rectors are probably remunerated for their services, 
and, consequently, will devote their time to the 
investigation of details that it would be impossible to 
get the average American director to notice. But the 
principle involved holds good in any country, and, 
with some modification to meet the exigencies of Ameri- 
can railroading, might be applied with advantage to the 
railroad management of this country. Let the general 
manager have the final decision as to whether an em- 
ployé shall be dismissed or not, and let every employé, 
however humble his position may be, fully understand 
that before he will be dismissed from the service he 
will have a fair hearing and be given full opportunity 
to defend himself from any charge that may be pre- 
sented against him. This will not injure the service, 
but, on the contrary, the employé will feel that the 
railroad company considers him worthy of some 
recognition, and he will be stimulated to expend 
greater energy in his labor than he would if the reten- 
tion of his position rests upon no other security than 
the whim or notion of some minor ofticer of the road. 
We remember once hcaring a conversation among 
some employés of one of the most prominent 
roads about the characteristics of their principal 
executive officer. They had all admitted that he was 
rather inclined to be self-willed and arbitrary, and had 
different views of economical management from what 
they had, and, as the saying is, *‘ ruled with a rod of 
iron ;” but they also stated that, considering the im- 
mense demand upon his time, he was easy to approach. 
ind would take great pains to see that any just griev- 
ince of any employé should be promptly corrected, 
‘ven if the aggrieved party was merely a sect:on 
‘aborer, and the injustice was done by a departmenta' 
flicer, And they acted and talked as if they con- 
idered that this one fact alone would have been 
sufficient to cover a multitude of short-comings on the 
art of their superior had they existed, and that they 
ould work with confidence in the permanency of their 
dositions as long as they performed faithful 
service, During the labor riots of the summer 
of 1877, and while so many roads were suffering 
sreat pecuniary loss through the destruction of their 
property and interference with the freight and passen- 
rer traflic, and there seemed to be a general feeling of 
listrust between the majority of railroads and their 
employés, Mr. Vanderbilt is reported to have said, in 
substance, that he had no fear of any serious difficulty 
on the New York Central] road; that the trainmen and 
other employes of his road were intelligent and faith- 
ful men, who fully understood that their interests 
were closely identified with the welfare of the road, 
and that while it had been necessary to make a reduc- 
tion in the wages of the employés, by reason of the de- 
creased revenue of the road, when the business of the 
road was such as to warrant it, the wages should be 
placed at the old figure. The result was, there was no 
trouble on the New York Central worth speaking of, 
and what little there was was not the work of its em. 
ployés, but came from other quarters. The men felt 
that the railroad company had placed itself on record 
as admitting that its employes were worthy of its con- 
fidence and respect, and it caused an esprit de corps 
that has rendered the New York Central road abso- 
lutely free from any serious difficulty with its men. 
In treating this difficulty inthe manner that he did, 
Mr. Vanderbilt not only acted with shrewdness and 
keen preception, but by the good faith in which he 
fulfilled his promises, he showed that his assertions 
were not merely made to tide over an emergency, but 
that he really believed that there was in some degree 
at least an identity of interest between the employer 
and the employed. 

The preceding illustration is presented in support of 
the assertion that a frank acknowledgement on the 
part of a corporation of the mutual obligation existing 
between it and its servants does not have in any par- 
ticular a demoralizing influence on the character of 
the service rendered it, but, on the contrary, has a 
tendency to create the existence of a harmonious feel- 


of both. History shows that the advancement in in- 
telligence, prosperity and comfort of the laboring 
masses ha; not interiered with the just rights of the 
wealthy. While the condition of the laboring men of 
to-day is far better than was the condition of those 
that were inthe same sphere of life a few centuries 
ago, a relative improvement has also been made in the 
condition and means of employment of the wealthy, 
and greater security has been given to property. Ap- 
plying this to the question under consideration, it is 
safe to assume that no interest of the wealthy corpo- 
ration will be sacrificed by any endeavor it may make 
to improve the condition of its servants. 

In conclusion, the assertion is again made that 
without mutual confidence, forbearance and exertion, 
nothing can be ertfected in the way of creating a har- 
monious feeling between a railroad and its servants, 
and the initiatory step must be taken by the railroad 
companies, Let the railroad companies show that 
they have an interest in the welfare of their employés, 
that they consider every man who does his duty in a 
faithful manner worthy of respect and confidence, 
and demonstrate their appreciation of efficient service 
by a considerate treatment, and, as far as possible, by 
adopting the necessary precautions for the protection 
of the life and the promotion of the comfort of the 
employé. While it may not be practicable to advance 
every man that deserves it, let them show that pro- 
motion rests on merit and ability alone, and that the 
claims of old servants will not be overlooked by the 
giving of the desirable positions to outside men, unless 
there be some particular reason in that special case 
that would necessitate such action. The financial con- 
dition of the company may forbid the paying of high 
wages, but lef the men understand that the present 
wages are justly based upon the present condition 
of business, and that with an increased business 
they can safely expect full wages, and any 
dissatisfaction that may have existed will be greatly 
lessened. When employés render faithful ser- 
vices, even if it is not possible to prove appreciation 
by pecuniary reward, words of commendation are not 
thrown away. Let any road adopt this policy in regard 
to its relations with its employés, and it will in time 
build up an efficient service ; men will stay with it for 
vlong term of years, and when it becomes necessary 
© bring in new men the reputation of the road for fair 
{and liberal treatment of its servints will be such that 
umost any connection with it will be held to be desir- 
ible, and it will be able to make its se’ection from a 
‘arge number of applicants. We see this in private 
nterprises, Let any concern establish a reputation 
for fair treatment of its employés, and that it retains 
its servants for a long term, promoting them in prefer- 
nce to strangers when opportunity occurs, and we see 
a concern that has the pick of the labor market. Why 
would it not be the same with the railroad companies ? 
The experience of those roads which are expecially 
considerate of their employés proves that it is. 


“AUGUST EARNINGS, | 


Our table of railroad earnings for August has re- 
ports from 51 railroads with 31,507 miles of road this 
year, or about 87 per cent. of the total now in opera- 
tion in the United States. These roads, with 12!¢ per 
cent. more mileage than last year, earned 28.1 per cent. 
more mouey, and their average earnings per mile of 
road increased from $658 to $737, or 12 per cent. Of the 
51 roads only two, the Cincinnati & Springfield and the 
Northern Pacific, have smaller total earnings (trifling in 
each case), but there are five others (the Atchison, To- 
peka & Santa Fe, the Chicago, Milwaukee & St. Paul, 
the Denver, South Park & Pacific, the Kansas City, 
Lawrence & Southern, and the St. Paul & Sioux City) 
that have smaller earnings per mile of road this 
year, each of these five having a larger mile- 
age in operation. The increase in mileage worked 
is so very large (3,950 miles and 15 per cent.) that 
the comparison of total earnings is of comparatively 
little value as indicative of the progress of the roads 
without taking into account this increase in mileage, 
and in the case of several companies it is altogether 
misleading. The Atchison, Topeka & Santa Fe, 
for instance, shows an increase of more than 30 
per cent. in total earnings, but this is made with an 
increase of nearly 41 per cent. in the mileage; so the 
Chicago, Milwaukee & St. Paul’s increase of 85 per 
cent. in earnings is made by 42!¢ per cent. more road ; 
the Denver, South Park & Pacific had 831% per cent. 
more road with which to earn 411; per cent. more 
money ; the Louisville & Nashville 54 per cent. more 
road to make 7914 per cent. more earnings ; the Pitts- 
burgh, Titusville & Buffalo 36 per cent. more road 
and 48 per cent, more earnings ; the St. Louis & 
San Francisco 32 per cent. more road and 47 per 
cent. more earnings; the St. Paul, Minneapolis & 
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earnings ; the St. Paul & Sioux City 5434 more road 
and 21 per cent. more earnings; the Wabash, St. Louis 
& Pacific 36 per cent. more road and 45 per cent. 
more earnings. Several of the companies have an ad- 
ditional mileage this year equivalent to a long rail- 
road—the Chicago, Milwaukee & St. Paul 929 miles, 
the Louisville & Nashville 595, the Wabash 444, the 
Atchison, Topeka & Santa Fe 401, Chicago & North- 
western 285, and five others between one and two hun- 
dred miles. 

But, after allowing for the effect of these additions, 
several of the roads show enormous increases 1n earn- 
ings. The increase of 306 per cent. in earnings, with- 
out increase of mileage, on the Memphis & Charleston 
must be credited to the fact that the traffic of the road 
was almost destroyed by the yellow fever in August 
last year, so that with this great increase they are still 
very light this year, only seven of the whole number 
of 51 roads having smaller earnings per mile. Very 
different is the gain on the Denver & Rio Grande. Its 
gain of 51.3 per cent. in mileage is accompanied by an 
increase of 828.6 per cent. in earnings, and the increase 
in its earnings per mile is 183.6 per cent., bringing 
them up to the handsome figure of $777, and making it 
rank twelfth in the list of 51 roads this year, while with 
$274 per mile it stood fortieth in the same list last 
year. What we may call its mate, the Denver, South 
Park & Pacific, has larger earnings per mile than the 
Rio Grande road, but less than last year, when with a 
httle more than half the length of road it commanded 
nearly the whole of the Leadville traffic, which it now 
divides with the Rio Grande road. In comparison with 
July of this year it is noticeable that the South Park 
road shows a decrease of about one-ninth, while the 
Rio Grande has a small (5 per cent.) increase. 

Other notable increases in earnings per mile are 65.8 
on the Alabama Great Southern (still with very light 
earnings), 50.8 on the Cairo & St. Louis, 38 on the Flint 
& Pere Marquette, 50.4 on the Hannibal & St. Joseph. 
51.9 on the Lake Erie & Western, 47.7 on the Mar- 
quette, Houghton & Ontonagon (which thus shows the 
effect of the revival of the iron industry), 45.9 on the 
Memphis, Paducah & Northern (which still has smaller 
earnings per mile than any other road of the 51), 43. 
on the Northern Central, 36.9 0n the main line and 
86.1 on the Belleville Line of the St. Louis, Alton & 
Terre Haute, and 34.8 on the Iron Mountain. 

The increase of 12 per cent. in earnings per mile over 
August of last year is a large one, but August was not 
so favorable a month as some others last year, The 
average earnings per mile of 81 roads reported in 
our table then showed a decrease of 5 per cent. com- 
pared with August, 1878, when the grain movement. 
by the way, was the heaviest ever known. But com- 
paring with previous months of this year, the percent- 
age of increase isnot unfavorable. The percentages of 
increase in earnings per mile in 1880 over 1879 have 
been for the several months : 


JANUARY «000 scccee 16 0 per cent. | May.... .......... 10.4 per cent. 
February .. 12.5 ¥ EE ates y beanie 6.7 - 
March 19.0 e Mii eansecer eve 9.7 
er 14,¢ " August ......... 12.0 : 


Thus the increase was less in July and May and 
greater in the other months than in August. 

Last year a beginning was made of restoring east- 
bound through rates in August, but this did not have 
much effect until September, and not then entirely, 
there being some outstanding contracts. But taking 
into consideration the irregularities this year, which 
also affected a portion of the September traftic, the 
average September raies on this traffic have been just 
about the same this year as last. It must be remem- 
bered, however, that a very large number of the rail- 
roads reporting either have none of this traffic, or it is 
too small a proportion of their total traftic to have 
much effect on their earnings. 

Thete are eight roads in the list, a considerable 
proportion of whose traffic consists of through freight 
carried at trunk-line rates, and whose mileage is sub- 
stantially the same as last year. Most of these have 
much more than the average increase in earnings per 
mile of road, these being 22.7 per cent. against 10.6 
per cent. for the average of the other roads, notwith- 
standing the fact that all but one of the many in- 
creases of over 40 per cent. are on these other roads. 
These eight roads have but one-sixth of the total 
mileage and substantially no increase in mileage 
(5,171 against 5,162), but they have 29 per cent. of the 
increase in earnings. They are all east of the Mis- 
sissippi, and all in old and well-settled states which 
have not recently had any great growth of popula- 
tion. We point out these facts to show that the in- 
crease in earnings is not due chiefly to the develop- 
ment of new country in the far West. This has been 
of very great advantage to a certain number of roads, 
it is true, and has had a beneficial effect on trunk-line 
traffic also, but does not by any means account for the 
great general improvement. 
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About 5,600 miles of the road reporting is west of 
the Missouri, and more than a quarter of the increase 
in mileage is there. These roads, however, with the ex- 
ception of the Denver & Rio Grande, do not show 
any great increase in earnings per mile, and three 
out of eight of them have a decrease in such earnings 
—caused, however, by additions of new road. 

The roads in the Southwestern Association that re- 
port show great gains over last vear, when they were 
engaged in a war of rates that was not closed until the 
middle of September. A very large share of the total 
traffic of the Hannibal & St. Joseph especially consists 
of the business of ‘‘ Missouri River points” then con- 
tended for, and it is probable that 9 very large part of its 
enormous increase of 50.4 per cent. is due to the better 
rates received this year on that traffic. Last year its 
August earnings were smaller than ever before since 
the war. 

Below we give the earnings per mile of road in 
August of as many roads as have reported them, for 
the past seven years, viz.: 








1874. 1875. 1876. 1877. 1878. 1879. 1880. 
Atch., T.. & 8. F.. $221 $2099 16 «$348 «$594 «$527 487 
Burl, C. R. & N 264 281 212 275 241 283 325 
Cairo & St. Louis.. 203 166 180 119 143 180 ~ 271 
Central Pacific. . 970 1,117 1,175 725 821 664 766 
Chicago & Alton... 739 6354 786 725 831 695 882 
Chic. & East Il. . ; ; 420 542 473 599 
Chic,, Mil & St. P. 504 450 407 479 357 336 ©6319 
Chic. & N. W. 607 598 544 605 603 579 688 
Cleve., Col.,Cin., & 

Ind. ae 1,071 783 908 926 9?9 1,110 
Cleve. Mt.V. & Del. ; 219 216 219 187 196 
Den. & Rio Grande .... 273 284 358 274 777 
Flint & P.M ..... 336 ; ‘ We 316-436 
Han. & St. Jo.... 701 517 622 733 485 729 
I). Cen, in Il...... 811 655 764 701 579 620 
ill. Cen. in Lowa 348 359 317 5 267 328 
Ind., Bloom. & W, 419 31 268 507 =H 1 
Int. & Gt. North... ‘ 173 225 233 274 
Louisville & Nash. 404 388 482 401 468 
Mem., Pad. & Nor. . 150 156 101 148 
Mo., Kan. & Tex.. 368 44 411 389 86446 
Mobile & Ohio.... 224 214 239 210 269 
Nash., Chat. & 

Aer on 405 384 445 372 407 486 
Northern Central.1 301 1,493 1,102 1,139 993 971 1,302 
Og. & L, Cham 

plain .. ve 518 417 444 450 
Paducah & Eliz... < ‘ 110 158 148 185 
Pennsylvania..... 2,066 1,982 L972 1,563 1,664 1,593 1,980 
Phila. & Reading. 1,471 2,078 1,390 1,562 1,523 1,579 1,735 
st.L.,A.&T.H, 

Belleville Line.. 705 570 404 655 623 616 839 
St. L., Iron Mt. & 

ee 34") 415 40] 547 509 589 73 
St. L. & San Fran. 350 877 368 404 452 
Scioto Valley ‘ ; 201 292 3°24 
rexas & Pacific 436 321 420 530 373 416 476 
SO 6 ee Stats 477 606 12 553 431 537 


Here we have the August earnings per mile of 32 
roads for the last three years, of 31 for the last four 
years, of 28 for five years, of 27 for six years, and of 22 
for seven years. The earnings this year were larger on 
30 out of 32 roads than in 1879 ; on 25 out of 32 than in 
1878 ; on 23 out of 81 than in 1877; on 23 out of 28 
than in 1876; on 18 out of 27 than in 1875 ; and on 17 
out of 23 the earnings per mile were larger this year 
than in August, 1874. This year thus compares favor- 
ably with any of the others, though it will be seen that 
several of the older and more important roads did as 
well or better in 1874 or 1875 than in 1880, as the Cen- 
tral Pacific, Illinois Central, the Northern Central, the 
Pennsylvania and the Reading. The proportion of ex- 
penses is considerably smaller now, however, and 
moreover the dollar is worth more. 

Of the 32 roads reporting for three to seven years in 
the above list, there are 17 whose earnings per mile 
this August were larger than in any previous August re- 
ported, while 15 have at some time or other had larger 
August earnings. 

For the eight months ending with August our table 
has reports from 48 railroads with an aggregate of 
28,523 miles of road this year, which is 10.8 per cent. 
more than they worked last year. With 
age they earned $160,222,823 this year, which is 27. 
per cent. more than they earned during the cor- 
responding eight months of last year, their aver- 
age earnings per mile of road increasing from 
$4,897 to $5,617, or 14.7 per cent. Not one of the 48 
roads shows any decrease in total earnings, and only 
three have a decrease in earnings per mile, and these 
(the Chicago, Milwaukee & St. Paul, the Pittsburgh, 
Titusville & Buffalo, and the St. Paul & Sioux City) 
have large additions of new road with much lighter 


this mile- 
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traffic than that of the old road. The increase 
in earnings per mile is more than 50 per 
cent. on four roads, more than 40 per cent. on 


seven, 30 per cent. or more on fifteen, and more than 
20 per cent. on 27 roads out of the 48. The largest 
rate of increase is 95.2 per cent., on the Denver, South 
Park & Pacific, which has earned $9,177 per mile in 
the eight months, an amount exceeded only on the 
New York Central, the Pennsylvania, the Reading, 
and the Northern Central, and more than twice as 
much as the earnings of the Illinois lines of the Illi- 
nois Central—certainly a remarkable showing for a road 
only two years old. At the other extreme are three 
roads that have earned less than $1,400 per mile, and 
which last year all earned less than $1,00C—the Mem- 
phis, Paducah & Northern, the Paducah & Elizabeth- 











town, and the Alabama Great Southern. ©The heaviest 
earnings per mile (New York Central’s) were more 
than eighteen times as much as the lightest (Memphis, 
Paducah & Northern’s). 

The two Canada roads are in this table, each with 
more than the average increase of earnings, but the 
Grand Trunk’s increase of 31 per cent. in earnings per 
inile is partly due to a decrease in mileage, by the 
transfer of the profitless Riviére du Loup line to the 
Intercolonial. Of other roads carrying trunk-line 
through traffic largely, the Cleveland, Columbus, Cin- 
cinnati & Indianapolis gains 25.2 per cent., the Great 
Western 18.1, the New York Central 20.8, the Northern 
Central 26, the Pennsylvania 25.6, and the St. Louis, 
Alton & Terre Haute main line 50.1 per cent.—all much 
above the average of the 48 roads. 

There is no New England road in this list, unless we 
count the Grand Trunk, which crosses Maine, a New 
England road. The Middle States are represented by 
only six roads, but two of these are great trunk lines, 
and a third the leading anthracite carrier, and their 
aggregate mileage is 1514, per cent., and their aggre- 
gate earnings nearly 40 per cent. of the whole, so that 
these states after all are better represented probably 
than any other part of the country. No less than 
10,557 miles, or 3344 per cent. of the whole, is west of 
the Mississippi, and about 3,500 miles of it is west of 
the Missouri. Buta much greater mileage of trans- 
Missouri roads reports for August than for the eight 


months, including the Atchison, Topeka & San- 


ta Fe and the Denver & Rio Grande, and 
the lack of these and the Union Pacific and 
the Burlington & Missouri River make the re- 


port for the country between the Missouri and the 
Rocky Mountains very imperfect; for of the 3,500 
miles of road given as *‘ trans-Missouri,” two-thirds is 
of the Rockies, and belongs properly to the 
Pacific coast. The number of southern roads report- 
ing is somewhat unusual. Eight, with 3,713 miles of 
road, or 13 per cent of the whole, are south of the Ohio 
and east of the Mississippi, showing increases much 


west 


larger than the average; the two roads to Texas also 
have much greater increases than the average (35 and 
47 per cent), The only Texas road that reports has a 
small increase. 

So far the roads northwest of Chicago have had 
scarcely any of this year’s spring wheat crop to carry. 
The movement of this crop began in September, and 
as there is much more of it than last year a heavier 
movement and larger earnings from it might be ex- 
pected; but as the price is lower and the demand more 
sluggish this year, the movement is less active than it 
would otherwise have been. The Chicago & Nort}! - 
western, the Chicago, Milwaukee & St. Paul, the St. 
aul & Sioux City, the Chicago, St. Paul, Minneapolis & 
Omaha, the St. Paul, Minneapolis & Manitoba, and the 
Northern Pacific will reflect this movement chiefly. 
So far all these roads are making their Jarger earnings 
in the face of the bad wheat crop of last year. 

The roads that drain the southern parts of Ohio, In- 
diana and Illinois have had an enormous traffic from 
the winter wheat in August this year, but they also 
had last year, so that their increase may not be cred- 
ited to that to any considerable extent. 

For the rest of the year the comparison will be made 
with a périod last year when traffic was very heavy 
and business generally prosperous. There is not now 
any prospect that the movement of the leading staples, 
such as grain, provisions, anthracite coal and lumber, 
will be much greater this than last fall; but there is 
more general activity in manufacturing industries, and 
incomes have been so satisfactory for a year that there 
is much more traveling, and from these more than 
from an increase in the great staples of production in- 
creased earnings are to be expected for the rest of this 
year, 


FAST PASSENCER LOCOMOTIVES. 


It has been said of human progress that it moves in 
a circle. Some shrewd observer has corrected this by 
saying that it advances ina spiral; that is, its path, 
looked at in one way, is in a circle, but at each revolu- 
tion it moves upward or forward in relation to the po- 
sition it occupied before. Any observer of the ad- 
vance which has been made in railroads will notice 
that it has very much of this spiral movement: Thus 
twenty-five years ago there was a great demand for 
faster speeds on what were then the principal railroads 
in the country. Time-tables were then made which re- 
quired very nearly as high rates of speed as any of the 
present day. The cars of that time were, however, very 
light compared with those in use now. Sleeping cars 
were used only to a limited extent, and drawing-room 
cars were unknown. The financial collapse of 1857 so 
crippled the railroads and the general business of the 
country that the fast trains were then abandoned, and it 
is only within the past few years that the demands of the 
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public and the competition of different lines has led to 
the adoption of speeds equal to or’ greater than those 
of the date referred to. 


Besides the fact that the weight and number of cars 
of each train have been increased since then very 
greatly, the tracks of most main line roads have been 
wonderfully improved since the war. Continuous 
brakes have also been generally introduced, which re- 
moves one very important element of danger of 
running fast. 

It will be seen, then, that in the quarter of a century 
which has just passed, while from one point of view 
we occupy the same position we did then, yet the ad- 
vance which has been made by our progressive spiral 
is that we now have better tracks to run on than we 
had then, and more efficient means of arresting the 
speed of trains. On the other hand, the latter are 
much heavier, and consequently much more difficult 
to draw. 

There can be no doubt that lo¢omotive superinten- 
dents have of late found a good deal of difficulty in 
providing engines which would make the time re- 
quired of them, A retrospective view of the methods 
adopted in the construction of locomotives to make 
fast time, with some examination into the elements of 
the problem as it now presents itself, will probably be 
of interest to many of our readers. 

The way in which people reason about this subject 
is as follows: They will take an ordinary American 
locomotive, with 41, ft. driving-wheels and 17 x 24 in. 
cylinders, which will take a train weighing 800 tons 
over a given road at a speed of 30 miles per hour with 
ease. They then assume that if the wheels were 
doubled in size, the cylinders remaining the same and 
making the same number of strokes, the engine would 
run twice as fast, but would have only half the tractive 
power. If the cylinders can exert only half the 
tractive force on the periphery of the large wheels, the 
inference is that only half as much adhesion is re- 
quired, and therefore only a single pair of driving- 
wheels is provided for such fast engines. This process of 
reasoning seems to be perfectly unassailable, and on it 
as a basis a great many engines with a single pair of 
large driving-wheels from 6 feet to 9 feet in diameter 
have been built in this country and in Europe. Here 
such engines have, however, universally failed, and at 
the present time none of that kind are in use on this 
side of the Atlantic that we know of, and in Europe 
they are no longer regarded with much favor, although 
many of them are still used. 


We may naturally then ask what is the cause of 
their failure. Perhaps the answer may become ap- 
parent if we examine into the work which an engine 
running a fast train must do. If the latter consists of 
adozen or fifteen cars, as it often does, which are 
standing still, the engine must of course put them in 
motion, Their resistance or the strain on the draw- 
bar will then depend upon the quickness with which 
they are started. 
to them 


Thus if the power employed 
was exerted by means of a screw 
and was applied very slowly and regularly, very 
little more force need be exerted to start them than is 
required to keep them in motion after they are started. 
Suppose on the other hand that a cannon were placed 
on the track behind the train, and that a 15 in. shot 
were fired so as to strike the buffer; obviously the re- 
sistance of the train to moving as rapidly as the shot 
would be so great that the materials of which the 
cars were made could not resist it, and they would 
be shivered to pieces. Now between these two de- 
grees of resistance the latter varies, and a locomotive 
may always exert its maximum tractive power in 
starting a train, even though the latter is compara- 
tively light. 


move 


Nor is this all. After the train is started, if fast 
time is demanded, its resistance will depend upon the 
rate of acceleration. If—in the language of train- 
men—‘ you get up speed quickly,” the resistance or 
pull in the draw-bar will be correspondingly great. 
It therefore happens that in starting a train and in 
getting up speed an engine will nearly always have 
occasion to exert its maximum tractive power. If it 
has a single pair of wheels, it will have comparatively 
little adhesion, and as the tractive force which it can 
exert is dependent upon the adhesion, the start and 
acceleration of speed must be comparatively slow 
with that kind ofgngine, and therefore it becomes 
difficult to make fast time, for the lack of adhesion. 

The condition under which an engine must work, 
when it has only a single pair of driving-wheels and 
therefore comparatively little adhesion, is analogous 
to that which would be experienced in drawing a 
wagon rapidly with a weak string. In such a case, 
obviously, it would be necessary to start very gently 
and increase the speed slowly, for fear of breaking the 
string. If a locomotive has little adhesion it must 





also be started gently ; otherwise it will lose its hold 
to the track. 

It may therefore be concluded that a deficiency of 
adhesion is a defect with all engines having a single 
pair of driving-wheels, even when there is an appli- 
ance for increasing and diminishing the load on 
them. This latter device has been tried repeatedly, 
but thus far unsuccessfully. 

To get over the defect of insufficient adhesion, it 
might naturally be expected that resort would be had 
to coupled wheels, and to get the required speed these 
might be increased proportionately. There are, how- 
ever, very grave objections to the use of large wheels. 
In the first place, their weight is somewhat in propor- 
tion to the square of their diameters. They require 
larger axles, larger cylinders, pistons, connecting-rods 


and frames, and in short, the whole working 
machinery of the engine must be larger and 
heavier. To show what the effect of this will 


be, let it be supposed that the weight of an engine must 
be limited to 35 tons, or 70,000 Ibs. It is obvious that 
the weight of its boiler cannot exceed the whole 
weight less that of the working and other parts which 
form the locomotive. In other words, the larger and 
heavier the wheels, axles, cylinders, frames, connect- 
ing rods, etc. are, the lighter and smaller must be the 
boiler. What is added to the weight of these parts 
must be taken away from the boiler, so that an engine 
of a given weight, with big wheels and cylinders, 
cannot have so large a boiler as one with small wheels. 

Besides this the centre of gravity, if large wheels 
are used, must be thrown up higher, and the engine is 
consequently more unsteady than it would be if it 
were lower. The distance apart of large driving- 
wheels is also governed to some extent by their size, 
When this is excessive, it involves long coupling-rods 
with a consequent increased liability to breakage. 

Now, if instead of increasing the speed by enlarging 
the diameter of the driving-wheels, the same object is 
attained by increasing the number of strokes of the 
piston and revolutions of the wheels, none of the evils 
pointed out will be encountered. As has been pointed 
out in these columns before, there is never any diffi- 
culty in turning the wheels fast enough to run at any 
desired speed, The trouble isin the movement of the 
reciprocating parts. The speed of the pistons 
limits the number of their strokes. If their stroke is 
diminished, the speed is reduced in the same propor- 
tion, and the same relative cylinder capacity may be 
retained by increasing their diameter. There is no rea- 
son why the latter may not be equal to or even exceed 
the stroke, and in fact in marine engines it often does. 
A shorter stroke than is ordinarily used also has the 
advantage that it reduces the relative amount of sur- 
face exposed to radiation, although an increase of the 
diameter of the piston adds to its weight. 

Let us sum up then: To increase the diameters of 
driving-wheels the size of boilers must be diminished, 
and the centre of gravity of the engine be raised up, 
and in some cases the coupling-rods must be length- 
ened, Increasing the size of the wheels and other 
parts adds to the cost of the engine, and diminishing 
the boiler makes it less economical of fuel. 

On the other hand, to reduce the stroke and increase 
the number of strokes diminishes the surface of the 
cylinders, lessens their cost slightly, keeps the centre 
of gravity of the engine low, and in some classes of 
engines makes it possible to shorten the coupling-rods, 
and diminishes the amount of overhanging weight. 

Let some of our locomotive superintendents who are 
called upon to provide engines to run fast and heavy 
trains adopt 5-ft. wheels, and cylinders 18 x 18 in. 
with an efficient valve-gear, and the largest boiler ad- 
missible, and it is believed that the working of such 
engines would be more satisfactory than that of one 
with larger wheels and longer-stroke cylinders. An 
18 x 18 in. cylinder has slightly more capacity than 


an 17 x 24 in. The contents of the spaces swept 
through by the pistons is 5,581 and 5,448 square inches 
respectively. 


Provision Exports. 





Provision exports for the eight months ending with Au- 
gust have been to the value of $92,375,046 this year, 
against $72,246,601 last year, showing an increase of more 
than $20,000,000, or 27.7 per cent. These exports both 
years are in value a little more than half the value of the 
grain and flour exports for the same time, namely, $181,- 
856,766 and $137,914,047, in which the increase was nearly 
$44,000,000, or 31.9 per cent. 

The exports of fresh beef continue to grow, though the 
live stock exports are now much more important. For the 
eight months the exports of fresh beef were 32,005 tons 
this year, against 20,600 last year. These are small 
figures compared with the 274,073 tons of bacon, 
the 134,674 tons of lard, or even the 46,248 tons of 
cheese exported during the same period, and when we 
consider the vastly greater consumption of beef than of 








— 


cheese, or even bacon where beef is any where near it in price, 
it indicates what an enormous increase of the fresh beef and 
live cattle export businessis possible with perfected ocean 
transportation, Of the total provision export values fresh 
beef formed but 6.1 per cent. this year and 4.9 per cent. last 
year. 

The exports for the eight months of each of the articles in- 
cluded under the head of “ provisions” by the Bureau of 
Statistics were as follows, in tons of 2,000 Ibs. : 


1880, 1879. Ine. or Dee, P. c. 

+, SEP oe 32,005 20,600 I. 11,405 55,4 
OS eee 15,462 12,465 I. 2407 2.3 
i menieadis talieiiiatamads 43,802 33,600 1. 10,202 30.4 
aca Nake 5 aa dcth hoe ane ee 12,131 12.704 D. 663 56.2 
CED va sseeckcae abwevinn <ob:adee 46.248 49,105 D. 2,857 58 
Total cattle products... .. 149,648 128,564 I.. 21,084 16.4 
Bacon and hams............... 274,073 267,487 I. 6.586 2.5 
ROME) ctoikalakalat keri hestbad 134,674 120,347 I 14,327 11.9 
| _ RE Re tt ose Bu.99 = 20/523 I 776 2.6 
Total hog products... .... 439,046 417,357 I. 21,687 5.2 
Se ae See ast aces 4 588,694 545,921 I. 42,773 7.8 


Thus the great increase of 27.7 per cent. in the values of 
the exports is altogether out of proportion to the compara- 
tively moderate increase of 7.8 per cent. in the quantity. 
This of course is due to the higher prices prevailing this 
year, and it will be well to remember that in 1879 the prices 
of hog products were unusually low, and also of butter and 
cheese. The average values reported by the Bureau of Sta- 
tistics are about 19!¢ cents a pound for butter this year, 
against 14 last, 10 cents for cheese, against 7', cents last, 
7.1 cents for bacon, against 6.6, '7%¢ for lard, against 63% 
cents. Fresh beef, on the other hand, was a little lower this 
year, and salt beef about the same price. It is encouraging 
to see the considerable increase in the exports of bacon and 
lard in spite of the higher prices, and in spite of the compar- 
atively high price of bread, which is likely to have a much 
greater effect on the European consumption than half a cent 
a pound in the price of meat. And it is still more encourag- 
ing to see that the decrease in butter and cheese exports has 
been less than 6 per cent. in the face of an increase of 40 per 
cent. or more in their prices. 

And this leads us to say that the lower cost of bread in 
Europe since the last harvest is likely tolead to a still greater 
demand for these ‘‘ provisions,” of all kinds, and especially 
for bacon and lard, the poor man’s luxuries. Whether an 
increased demand will be followed by an increased supply 
at once, however, or simply by higher prices, is a question, 
The ‘meat crop” is not so quickly increased as the grain 
crop; for the farmers have to wait to raise the animals, 
But we may see in this one recompense that the farmers (and 
carriers) are likely some time to get for low prices of 
grain. It will result soon or late in a greater consumption 
of meat. This, though it affords the railroads a lees amount 
of freight than the grain which would require equal acreage 
for its production, gives them better rates, and moreover 
gives a traflic which is not diverted to any extent by lake, 
river or canal transportation. The railroads have it pretty 
much to themselves at rates that can always be made high 
enough to yield a profit without preventing the movement of 
the freight, which sometimes is not the case with grain. 


Motors for the Broadway Underground Railroad. 


Referring to our article on this road, published two weeks 
ago, the Scientific News says: ‘‘ We find his [our] conserva- 
tism apparently getting the upper hand of judgment in that 
part of his remarks relating to ventilation, in which he ap- 
parently adopts the view that the only way to propel trains 
available for the proposed railway is the ordinary steam lo- 
comotive, or some modification of it. Starting with this 
assumption, the problem of ventilation becomes indeed 
formidable.” 

In speaking of a substitute for ordivary steam locomotives 
this journal suggests electric locomotives, but adds * they are 
yet an experiment.” ** Pneumatic locomotives” it says “* give 
promise of more success, but this system has not yet sufficiently 
demonstrated its value to warrant its adoption by a prudent 
management of a railway.” If these fail he suggests the 
use of “tan endless cable with friction clutch.” Con- 
sidering the fact that the latter plan failed most lamentably 
on the Ninth Avenue Elevated Railroad, in its early days, 
and of the other proposed substitutes “the value of the one 
is not yet sufficiently demonstrated,” and the other ‘ is still 
an experiment,” it is hard to say what a “ prudent 


management of a railway” could well do but fall 
back on ordinary steam Jocomotives. If in this 
event “the problem of ventilation is indeed  for- 


midable,” it seems as though the project of the under- 
ground road was in a bad way. The Scientific News pro- 
fesses “ faith in the pneumatic locomotive for tunnel work,” 
which may not be misplaced, but if the Underground Rail- 
way Company should issue a call for subscriptions to its 
stock, premising it with a statement somewhat as follows : 
“The use of steam locomotives is impracticable, but electric 
engines may be used, although these ‘are yet an experi- 
ment.’ Should these fail the management do not feel 
warranted in adopting pneumatic locomotives because ‘ their 
value is not yet sufficiently demonstrated.’ If other things 
fail the company can, however, use the endless cable system 
which was tried and failed on the elevated railroad ”—witb 
such a prospectus, how much stock would be taken? If the 
company shares the faith expressed by the Scientific News 
in the pneumatic locomotive, and if the use of steam loco- 
motives is impracticable, it would seem as though the chief 
work of the Underground Railway Con.pany, for some time 
at least, should be the perfection of the former kind of en 
gine. 

The ventilation of an underground railroad, if steam loco- 
motives are used, may not be impracticable, but it will be 
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very difficult and expensive ; and, as we said before, it does 
not seem as though the company realized the difficulties in 
the way of doing it. 





Record of New Railroad Construction. 


This number of the Railruad Gazette contains informa- 
tion of the laying of track on new railroads as follows: 

Chic go, Mitwaukee & St. Paul.—The Iowa & Dakota 
Division is extended from Mitchell, Dak., west 10 miles. 

Brattleboro & White Hall.—The first track is laid from 
Brattleboro, Vt., northwest to Newfane, 14 miles. Gauge. 
8 feet. 

Chester & Lenoir.—Extended from Dallas, N. C., north to 

he Catawba River, 314 miles. Gauge, 3 feet. 

Pleasantville & Ocean City.—Completed from Pleasant- 
ville, N. J., south by west to Somers Point, 714 miles. Gauge, 
B1¢ feet. 

Louisville & Nashville.—On the extension of the Pensa- 
cola & Selma Line track is laid from Junction, Ala,, north 5 
miles. Gauge, 5 feet. 

Chicago & Northwestern,—The Chicago & Dakota Line is 
extended west to a point twenty miles from Ft. Pierre, Dak., 
an extension of 28 miles, : 

This is a total of 68 miles of new railroad, making 3,607 
miles thus far this year, against 2,214 miles reported at the 
same time in 1879, 1,267 miles in 1878, 1,396 miles in 1877, 
1,677 miles in 1876, 804 miles in 1875, 1,101 miles in 1874 
2,778 miles in 1873, and 4,970 miles in 1872. 

CAUSES THAT PREVENT GROWTH IN PASSENGER TRAF- 
Fic are discussed in another column by a correspond- 
ent whose experience qualifies him to judge. All of the 
reasons he mentions seem to us good and valid, with the 
exc»ption of that which affirms the concentration of property 
in few hands to be a cause. It is true that there are 
now numerous great fortunes, but there are also, 
we believe, a great many mure small and moderate 
ones than there used to be. Very likely the concentration 
of trade in large establishments has reduced travel, by re- 
ducing the number of those who have have to travel on busi- 
but the revolution in the methods of trading has done 
very much more to that end, Formerly retailers almost 
always bought their stocks personally at the great markets ; 
evep a small country store-keeper in the West would go to 
New York to lay in his stock. Now most goods are ordered 
by letter or telegraph, and the merchant very rarely goes to 
a distant city to buy in persou. There is a good deal of such 
travel still, ibis true, but itis nothing like that proportion 
of the whole that it used to be, as those who remember the 
crowds of merchants that thronged the conveyances ana 
hotels in the fall and spring thirty or forty years ago will 
agree. 

It is true that the passenger department does an enormous 
amount of work for which it gets no credit in the report o. 
passenger earnings. [tis very often very convenient for a 
railroad fo puy in services for various things that it wants, 
and it is custemary to give away services for all sorts oi 
reasons or for no reason at all. Now when this is done, the 
payment is always made in the services of the passenger de- 
partmen', waich is charged with the cost, but not creditec 
with the gain, if there is one, which very commonly accrue: 
to the freight department, as when freignt shipments are se- 
cured by giving free tickets or passas, 

If the shops of the railroad had to pay debts of the company 
by making furniture, ete., they would be credited with the 
cost at least of the articles bartered; if they did not, and th« 
cost should te included with that of the railroad work proper. 
the master mechanic would think it hard if complaint should 
be made at the high cost of the cars, etc., he turned out. It 
woul | be interesting to see an account of mileage of passes 


ness ; 


and free tickets, or of their value at regular rates, on some: 


of our railroads for a year, and if the department on account 
of which they were given sbould be stuted, it would be 
still more interesting and useful. 


New YorK IMMIGRANT TRAFFIC, which this year has been 
enormous in amount, and, in spite of low rates, might have 
been a source of large profits, because of its being carried in 
great train-loads, has been rendered comparatively unprofit- 
able by reason of the competition of the different roads, The 
authorities at Castle Garden long ago made an arrangement 
by which the immigrants getting tickets there should be 
equally divided between the Pennsylvania, the Erie and the 
New York Central roads. Last winter, however, the Erie 
made a contract with the North German Lloyd and, we be- 
lieve, some other steamship lines, by which their passengers 
were to be ticketed through from Europe via the Erie to 
their destinations in the West, and for a considera- 
ble time this road had by far the larger part of 
the traffic. Of course this resulted in a _ reduction 
of rates on the other roads, and for two or three 
months the immigrant traffic has been in a very demoralized 
condition, and in spite of its bulk has probably brought little 
profit to any of the competing railroads. And the immi- 
grants did not get the whole benefit of the reductions, by 
any means, for the companies paid large commissions to al- 
most every one who had access to the immigrants, notably 
to Castle Garden missionaries and immigrant boarding- 
houses. 

An arrangement has now been made among the railroad 
companies for dividing the traffic, including that which the 
Erie had secured by its special contracts with steamer lines. 
The immigrants by the North German Lloyd will go one 
week to the Erie and the next to the Central, and the arriv- 
als will generalty be divided according to the lines by which 
they arrive, the Inman passengers going by the Erie, the 
State Line passengers by the Central, the National and Red 


Star arrivals by the Pennsylvania, etc., the business being 
“evened” by the immigrants ticketed from Castle Garden, 
and other methods agreed upon. 


THE TENNESSEE RAILROADS that were built before the 
war were mostly aided by the state, for which aid they gave 
their bonds, which were made payable in the bonds of the 
state. After the war, the state bonds being greatly depre- 
ciated, the railroad companies exercised their option of pay- 
ing off their debts to the state in its bonds. A few years ago 
the claim was set up that the railroad companies were 
guarantors of the state bonds to the amount of the bonds 
which had been issued by them to the state; and an opinion 
of the eminent Jawyer, Charles O’Conor, being given in 
favor of the validity of this claim, it had a marked effect on 
the prices of Tennessee railroad securities. Suits were brought 
to enforce this claim, and in one against the East Tennessee, 
Virginia & Georgia Company arguments were heard before 
United States District Judge Withey at Nashville last spring, 
and Jast Monday his decision was announced. He holds that 
the claim is invalid, and that the company’s payment of its 
own debt to the state of Tennessee in a manner provided by 
law relieves it of all obligation in connection with the state 
debt. 


WaTER RatTEs have fluctuated as follows during the week 
ending with Wednesday: Lake rates were a quarter of a 
cent lower than the previous week from Thursday to Satur- 
day, that is, 314 cents a bushel for corn and 4 for wheat 
from Chicago and Milwaukee to Buffalo—about the lowest 
rates of the year. Monday they advanced half a cent and 
| Wednesday another quarter of a cent, closing then at 414 
cents for corn and 4% for wheat—an advance of nearly 25 per 
cent. within the week. Canal rates were 5% on wheat 
and 514 on corn at the close of the previous week, and 
for corn they remained unchanged, but an advance of 4 to 
%¢ was had on wheat, and Wednesday rates closed unsettled 
at 5% for corn aud 6 cents a bushel for wheat from Buffalo 
to New York. Ocean rates have remained about the same, 
5d. to 544d. being the prevailing rates on grain by steam 
from New York to Liverpool. 

THE STANDARD O1L CoMPANY, itis reported, is now en- 
gaged in securing the right of way for a pipe line from New 
York harbor to its pipe lines in the oil regions, anda definite 
account is given of its location across New Jersey. It has long 
seemed that this would be inevitable; this company’s interest 
in oil transportation is so great that it needs to command the 
cheapest methods, and it will doubtless be able to give full 
employment to its pipe line with its own oil Theeffect will 
probably be the increase of refining at the sea-board, and 
shus a decrease in refined (carried in barrels) as well as in 
ihe crude oil (carried in tank cars) that now goes by rail. 


PLANS FOR AN IMPROVED CATTLE CaR will be received by 
‘he American Humane Association until the Ist of January 
iastead of the 1st of October, as ffs been announad, Com- 
vetitors who wish further information may address the 
President of the Association, Mr. Edwin Lee Brown, corne: 
of Clinton and Jackson streets, Chicago. 


THE CHICAGO-OMAHA RAILROADS have recently reduced 
heir fares to about three cents a mile on such parts of theu 
ines where the rates have been higher heretofore. This 
brings down the fare from Chicago to Kansas City and 
Council! Bluffs to $14.80. Within Illinois, heretofore, their 
rates have been a little higher—about 3'4 certs a mile. 


General Qailroad Wews. 


MEETINGS AND ANNOUNCEMENTS. 


Meetings. 

Meetings will be held as follows: 

Western Mary'and, annual meeting, at Hillen Station, in 
Balt.more, Oct. 20, at noon, 

Raleigh & Augusta Air Line, annual meeting, at the office 
in Raleigh, N. C., Oct. 7, at noon 

Raleigh & Gaston, annual meeting, at the office in Raleigh, 
N. C., Oct. 7, at 11 a. m. 





Dividends, 


Dividends have been declared as follows : 

Chicago, Milwaukee & St. Paul, 34 per cent., semi-annual, 
on the preferred stock, and 8!¢ per cent. on the common 
stock, payable Oct. 15. 

Delaware, Lackawanna & Western, 11% per cent., payable 
Oct. 25. This is the first dividend since July, 1876. 

Raleigh & Guston, 8 per cent., semi-annual, payable 

Jet. 

Dubuque & Sioux City (leased to Illinois Central), 3 per 
cent., payable Oct. 15, 

Chicago, Rock I:kland & Pacific, 184 per cent., quarterly, 
payable Nov. 1. Transfer books will close Oct. 5. 

Pittsburgh, Ft. Wayne & Chicago, 1% per cent., quarterly, 
payable Uct, 1 on special stock, and Uct. 5 on regular stock. 


Pittsburgh, Fort Wayne & Chicago Mutual Benefit 
Association. 

This association held its seventh annual convention in 
Pittsburgh, Sept. 21. The membership, as shown by the 
annual reports, beginning with 65 in 1575, has been, in suc- 
cessive years since, 568, 421, 313, 409, and this year 325. 
The last report is for only eleven months, during which 17 
death claims were paid, two of the deaths being by railroad 
accidents. he total paid since the organization of the 
association has been $69,747.50, of which about $25,000 
was paid last year. 


ELECTIONS AND APPOINTMENTS. 


Baltimore & Ohio.—Mr. G. M. Serpell, Master of Road of 
the Pittsburgh Division, has been appointed Master of Trans- 
portation also. Mr. Serpell was formerly Resident Engineer 
on the Louisville & Nashville Railroad. In 1868, during its 
construction, he entered the service of the old Pittsburgh & 
Connellsville, now the Pittsburgh Division of the Baltimore 
& Ohio Road, as Assistant Engineer, under the late Benj. H. 











Latrobe, and after its completion to Cumberland, was ap- 
pointed Engineer and Master of Road. While still retaining 
this position, he now assumes the management of the Trans- 
portation Department. 


Brotherhood of Locomotive Firemen.—The annual con- 
vention in Chicago elected officers for the ensuing year as 
follows : Grand Master, Frank W. Arnold, Columbus, O. ; 
Vice-Grand Master, Charles Pope, Toronto, Ont.; Grand 
Secretary and Treasurer, Eugene V. Debs, Terre Haute, 
Ind.; Grand Instructor, Samuel M. Stevens, Terre Haute, 
Ind.; Grand Warden, Charles Vogelsang, Los Angeles, Cal. ; 
Grand Conductor, John Clark, Memphis, Tenn. ; Grand In- 
ner Guard, Charles Zepp, Indianapolis; Grand Outer Guard, 
Wm. 'li-bets, Salem, Mass.; Grand Chaplain, John Brewer, 
LaFayette, Ind.; Editor of Magazine, Eugene V. Debs, Terre 
Haute, Ind.; Associate Editor, Wm. F. Hynes, Denver, Col. ; 
Grand Trustees, Wm. Maroney, Chicago, Wm. F. Hynes, 
Denver, Col., and J. E. Briggs, Waterloo, la. The Griev- 
ance Committee appointed is as follows: D. M. Wells, Ur- 
bana, Ill.; J. T. Hittle, Rawlings, Wy. Ter.; Lewis Ebert- 
son, Philadelphia; Angus Menish, Stratford, Ont.; Robert 
Ebbage, Terre Haute, Ind.; D. L. Stephens, Washington; J. 
W. Richardson, Louisville, Ky.; Wm. Pembroke, Salem, 
Mass. ; John I. Steel2, Atchison, Kan.; Emory Green, West 
Oakland, Cal.; W. M. Palmer, Amboy, Ll. ; Thomas Shivers, 
Atianta, Ga.; Wm. J. Armitage, Denver, Col.; Daniel Fi- 
field, San Francisco. 


Chicago, Milwaukee & St. Paul.—Mr. Frederick Under- 
wood, formerly a conductor on the road, bas been appointed 
Assistant Superintendent of the River Division with office 
in Minneapolis. 


Chicago, Texas d& Mexican Central.—The directors of 
this new company are: A. F. Hardie, T. L. Marsalis, A. 
Sanger, J. B. Simpson, T. A. Wilmans, Dallas, Tex.; Clin- 
ton B. Hale, D. H. Hale, D. K. Tripp, Chicago; L. H. Fitz- 
hugh, Washington. The board has elected Daniel H. Hale, 
Piesident; Dwight K. Tripp, Vice-President; Ashael T. 
Bennett, Secretary; T. A. Wimans, Assistant Secretary ; 
Clinton B. Hale, Treasurer; George W. Waite, Chief En- 
gineer. Office in Dallas, Texas. 


Cleveland, Mt. Vernon d& Delaware.—Gen. G. A. Jones, 
of Mt. Vernon, O., has been appointed Receiver in the fore- 
closure suit recently begun. 


Des Moines & Kansas City.—The directors of this com- 
pany are: P. M. Cassady, KR. L. Tidnick, George Lendrum, 
V. M. Jones, J. W. Mills, George Whitaker, T. E. Brown. 
The officers are: W. M. Jones, President ; George Lendrum, 
Vice President : Charles J. Jones, Secretary. 


Ft, Wayne, Muncie & Cincinnati.—Mr. W. B. Beamer ha® 
been appointed Master of ‘lransportation for this road and 
the Whitewater Railroad, which are now substantially under 
one management. Mr. C. D. Elliott has been appointed 
Train Dispatcher for both roads. The offices are in Conners- 
ville, Ind. 


Greencastle, Kel River & Vincennes.—This company was 
recently organized by the election of the foliowing directors: 
Robert Snuth, C. J. Wiikinson, Jobn J. Huffman, Poland, 
Ind.; J. M. Nees, Brazil, Ind.; J. T. Snith, Bowling Green, 
Ind.; M. B Thompson, P. D. Smith, H M. Russell, David 
Schooley, Urbana, Lli.; J. M. Smith, Clinton, lil; Jay G. 
Rupert, Decauur, ill, ‘the board elected M. B. Thompson, 
President ; Robert Smith, Vice-President; J. M. Smith, 
Secre ary; John J. Huffman, Treasurer. 


Long Valley Coal Co,—The officers of this company are : 
President, Edward Lewis ; Treasurer, Harvey Shaw ; Super- 
int ndent, James Macfarlane ; Engineer, C. A. Cautieid ; 
Paymaster, K. O. Mactarlane. ‘the chief office is in Pnil- 
adeipbia. 


Marquette, Houghton & Ontonagon.—At the annual meet- 
ipg recently the tullowing directois were chosen: Kicbard 
s. Fay, E. L. Higginson, George Higginson, H. G. Higpin- 
on, James J. Higginson, Quincy A. Suaw, George L. susvy, 
Samuel Sloan, Jesse Spauiding, J. 8S. Stackpole, Moss 
vuylor. 


Marshalltown, Waterloo & Milwaukee.—The directors of 
this new company are: A. UC. Abbott, George Glick, J. M. 
varker, A. F. ‘Vnurstoa, Marshalitown, Ia.; L. Alford, E, 
Johnson, A. T. Lusch, W. W. Miller, M. Parrott, Waterloo, 
fa.; 8. B. Zeigler, West Union, Ia.; J. 8S. Clarksou, Des 
wLoines, Lowa, 


Master Car-Painters’ Association.—The recent convent on 
reé.ected us Presiuent D. D. Rut rtson, Detroit, Mich. ; Vice- 
President, J. H. Wills, Morrisania, N. Y.; Secretary ard 
Treasurer, R. McKeon, Kent, Ohio. 


Memphis, Holly Springs & Selma.—Major J. J. Busby, 
ot Memphis, Tonu., is President of this company. 


Missouri, Arkansas & Southern.—The directors of this 
new company are: 4. KR. Davidson, J. H. Van Hoose, A. M 
Wilson, Fayetteville, Ark.; J. Holcomb, Springdale, Ark. ; 
George A. Purdy, Pierce City, Mo.; John O. Day, Spring- 
field, Mo.; C. W. Rogers, St. Louis. 


Northern Pacific.—At the annual meeting in New York, 
Sept. 29, the following directors were chosen: Frederick 
Billings, Johnston Livingston, Hugh McCulloch, Robert Har- 
ris, A. H, -gigl W. R. Garrison, C. B. Wright, Joseph 
Dilworth, H. E. Jonson, J. D. Potts, Alexander Mitcheil, 
B. P. Cheney and J. B. Williams. Messrs. Barney, Garrison 
and Johnson are new members, succeeding J. Frailey Smith, 
J. N. Denison and J. C. Ainsworth. The board re-elected 
Frederick Billings President. 


Ohio Central.—The following circular has been issued : 
‘*Mr. J. B. Morgan has been appointed Master Mechanic for 
this company, with headquarters at Bucyrus, O. All mat- 
ters pertaining to this department should be addressed to 
him at that place.” 


_ Pittsburgh Local.—The officers of this new company are: 
President, Wm. Vankirk; Directors, R. B. Brown, H. H. 
Byram, DeWitt C. Carroll, W. C. Erskine, W. J. Gilmore, 
J. D. Long, J. H. McCreery, Jonn G. Robinson, H. H. Woods; 
Secretary and Treasurer, John G. Robinson. 


Schuylkill & Lehigh—Mr. Eldridge Dale has been appointed 
Superintendent, with office in Reading, Pa. 


Selma, Rome & Dalton.—Major John F. O’Brien will, for 
the present, act as General Manager, in addition to his duties 
as General Superintendent of the Eagt Tennessee, Virginia & 
Georgia road. 


Wabash, St. Louis & Pacific.—Mr. Wm. F. Merrill has 
been appointed General Superintendent of the Missouri, 
Iowa & Nebraska Railroad, now operated by this company 
under lease. Mr. Merrill is Superintendent and Chief En- 
gineer of the Toledo, Peoria & Warsaw, also controlled by 
this company. 


Wagner Sleeping & Palace Car Co.—Mr. Alfred White 
has been appointed General Manager (a new office), with 
headquarters in Chicago. Mr. White was formerly Assistant 
Gener il Manager of the Detroit & Milwaukee, and is an ex- 
periencea railroad man, 
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Wilmington & Weldon.—Mr. T. M. Emerson is appointed 
Assistant General Freight and Ticket Agent. 


Wilmington, Columbia & Augusta.—Mr. T. M. Emerson 
ye been appointed Assistant General Freight and Ticket 
gent. 





PERSONAL. 


--Mr. Reuben Andrews, for 25 years Master Mechanic of the 
Petersburg Railroad, died at his residence in Petersburg, 
Va., Sept. 22. 

—Mr. W. C. Baker, formerly of the firm of Baker & Smith, 
has been chosen Superintendent of the United States Heat- 
ing & Power Company. 

—Major R. W. Shenk, a banker and prominent citizen of 
Lancaster, Pa., and President of the Lancaster & Reading 
Railroad Company, died Sept. 26, aged 45 years. 

—Mr. Thomas Allen, President of the St. Louis, Iron Moun- 
tain & Southern Company, has been nominated for Congress 
by the Democrats of the Second Missouri District. 

~—Mr. George Robertson, formerly Secretary and Treasurer 
of the Memphis & Charleston Company, died Sept. 16, at 
Eureka Springs, Ark., where he had gone for his health. 

—Hon Calvin Goddard Child, a distinguished Connecticut 
lawyer, and Counsel for the New York, New Haven & Hart- 
ford Company, died at his residence in Stamford, Conn., 
Sept. 28, aged 46 years. 

—The New Hampshire Democratic Convention has nomi- 
nated for Railroad Commissioners Nathaniel Wiggin, of 
Greenland, and John D. Emery, of Manchester, leaving the 
third candidate to be named by the State Committee. 


—Mr. George W. Lyman, well known as one of the found- 
ers of cotton manufacturing in New England, died of old 
age at his home in Waltham, Mass., Sept. 24, in the 94th 
year of his age. He was one of the first directors of the Bos- 
ton & Lowell Railroad Company. 

—Mr. J. D. MclIlwain has resigned his office as foreman of 
the Car Department of the Jeffersonville, Madison & Indian- 
apolis road, to accept a position as Assistant Superintendent 
of the Missouri Car & Foundry Company’s works in St. 
Louis. The change takes place Oct. 15, 


—Mr. Dudley P. Phelps, Treasurer of the Onondaga 
County Savings Bank, in Syracuse, N. Y., died Sept. 25, 
aged 64 years. For a number of years he was Ticket Agent 
of the old Syracuse & Utica road, and about 1852 he was 
for a time Manager of the Michigan Southern road. 


—Maj. R. H. Nolton, for several years Secretary to 
President Blackstone, and before that Paymaster of the 
Chicago & Alton Railroad, and still earlier an officer of 
the companies which the Chicago & Alton leased, will 
resign to go to California, to live on a fine fruit farm which 
he and his brother-in-law, Mr. Bardon, have bought in the 
Fresno Valley, some 200 miles south of San Francisco. Mr. 
W. J. Bryson is to take Major Nolton’s place. 


—Mr. Abraham R. Day, who died last week in Hacketts- 
town, N. J., aged 68 years, was a civil engineer, and in 1851 
surveyed and afterward superintended the construction of 
the extension of the Morris & Essex RaiJroad from Dover to 
Hackettstown, In 1854 he was appointed General Freight 
Agent of the same road and held that position until 1863, 
when he was appointed Resident Engineer and took charge 
of the extension from Hackettstown to Phillipsburg. When 
the road was leased to the Delaware, kawanna & West- 
ern, he resigned; he afterward built the road from Tocoi to 
St. Augustine in Florida, had charge of the drainage of the 
Pequest meadows in New Jersey, and of some minor engi- 
neering works, 


TRAFFIC AND EARNINGS. 
Railroad Earnings. 








Earnings for various periods are reported as follows: 
Eight months ending Aug. 31: 
1880. 


1879. Inc. or Dec. P.c 
Detroit, Lansing 
& Northern... $809,592 $718,829 I. $90,763 12.6 
Northern Cen- 
OO Ee. - 8,120,012 2,475,661 I. 644,351 26.0 
Net earnings.. 973,195 579,033 1, 394,162 68.1 
Pennslyvania... 26,606,074 21,179,685 I. 5,427,389 25.6 
Net earnings.. 10,951,396 8,102,470 I, 2,848,026 35.2 
Seven months ending July 31 : 
Houston & Tex. 
Cent........+. $1,460,833 $1,202,674 I, $258,159 21.5 
Net earnings.. 529,728 387,494 I. 142,285 36.7 
"Six months ending June 30: 
trand Rapids & 
SS Saree $783,644 $583,737 I. $200,007 34.3 
Net earnings . 202,019 152,025 I. 49,994 32.9 
Month of July: 
Houston & Tex. 
ee 227,679 $186,848 I. $40,831 21.9 
Month of August: 
Cin. & West 
Michigan...... $69,562 $51,811 I. $17,751 34.0 
Det., Lansing & 
Northern.... . 102,625 109,036 D. 6,411 5.9 
Pennsyivania... 3,723,355 2,982,718 I. 740,667 24.8 
Netearnings.. 1,554,482 1,257,000 I. 297,482 23.7 
Third week in September : 
Chi, & East Ill.. $33,264 $21,717 I. $11,547 52.4 
Denver & Rio G. 91,352 25,922 I. 65.430 252.6 
St. L., LM. & 8. 184,300 166,5 I. 17,796 10.6 
Week ending Sept. 10 : 
Great Western. $105,452 $91,390 I. $14,062 15.4 
Week ending Sept. 18: 
Grand Trunk... $231,886 $197,244 I. $34,642 17.5 


Grain Movement. 

For the week ending Sept. 18, receipts and shipments of 

rain of all kinds at the eight reporting Northwestern mar- 

Kets and receipts at the seven Atlantic ports have been, in 
bushels, for the past eight years : 

--Northwestern Shipments.— 


Northwestern .c. Atlantic 
Year. Receipts. Total. By rail. by rail. Receipts. 
1873 . 5,303,884 5,262,374 1,463.92 27.8 3,967,286 
1974...... 4,206,222 2,563,893 (351,198 13.7 3,638,261 
1875 . 3,512,700 3,689,452 1,378,492 37.5 3,586,717 
Ul 4,360,091 4,089,315 1,820,361 44.5 3,234,870 
eae 6,665,480 5,040,528 1,082,128 21.5 4,515,770 
1878...... 5,851,401 4,852,847 994,118 26.5 6,195,590 
1879.... .. 6,573,503 6,107,358 1,299,302 21.3 6,956,954 
1880...... 7,194,477 4,928,509 1,914,236 39.0 5,399,156 


Compared with the corresponding week last year, North- 
western receipts are 9 percent. greater, Northwestern total 
shipments 19 per cent. less, Northwestern rail shipments 47 
per cent. greater, and Atlantic receipts 29 per cent. less. 

Compared with previous weeks of this year there is agreat 
gain in the receipts of Northwestern markets since the pre- 
ceding week (30 per cent.), and a gain of 8 per cent. over the 
week ending Sept. 4; but in each of the six weeks ending 
Aug. 28 the receipts were larger. The shipments of these 
markets were 4 per cent. less than the week before, but 
much smaller thanin any other week since the middle of 
July and the smallest since the middle of May. The rail 
shipments are about as large, however, as when total ship- 





ments were heaviest, and a larger proportion of the whole 
than in any other week since April. e receipts at Atlan- 
tic ports are nearly 30 per cent. less than the week before, 
and are the smallest since the third week in May. 

Of the Northwestern receipts Chi had 53.8 per cent., 
Toledo 12.4, St. Louis 11.8, Peoria 8.3 Milwaukee 5.5, De- 
troit 3.3, Duluth 3.3, and Cleveland 2.1 per cent. Duluth 
begins to make a better re in the reports and the improve- 
ment at Milwaukee continues. 

Of the Atlantic receipts, New York had 48.3 per cent., 
Baltimore 12.7, Philadelphia 12.4, New Orleans 10.9, Boston 
7.7, Montreal 7.2, and Portland 0.8 per cent. The receipts 
at New Orleans continue large for the season; those of Bal- 
timore and ab penn, nn, Hp gree those of Baltimore—are 
not only much smaller but a much smaller proportion of the 
whole than last year. 

Ths exports of flour and grain from the seven Atlantic 
ports for four successive weeks have been : 

Week ending 
Sept. 22. Sept.15. Sept. 8. Sept. 1. 
Flour, BOIS... 2.0.00 970 582 113 88,149 
Grain, bush............ 5,114,389 5,348,537 6,234,512 6,743,355 
The last two weeks show a notable decrease in the amount 





~~ 
ontreal receipts and exports of grain of all kinds, in- 
cluding flour reduced to wheat, are a, as follows for 


the period from Jan, 1 to Sept. 15 for four years : 

1880, 1879. 1878. 1877. 
Receipts............ 16,398,008 13,801,276 14,276,259 9,730,110 
Exports............ 17,920,708 12,861,792 13,163,136 6,962,052 


Since last year the increase is 18.8 per cent. in receipts and 
839 per cent. in exports. The movement of corn, nearly all 
of which must be from the United States, is notable, amount- 
ing this year to 37 per cent. of the receipts and 33 per cent. 
of the exports, 


Chicago Live Hog Traffic. 


Receipts and shipments of live hogs at Chicago for the eight 
months ending with August have been ; 


1880, 1879. 1878. 
NN ES. 555 suds vccesaiuee 4,263,370 3,705,528 3,999,998 
SE OT Rae 1,002,891 1,194,963 915,633 


The receipts are 15 per cent. more this year than last and 
6.6 per cent. more than in 1878, the shipments are 16 per 
cent, less than in 1879 and 9!¢ per cent. more than in 1878. 
The decrease in shipments is due to the increase in packing at 
Chicago. From March 1 to Sept. 15 it packed 850,000, or 
56 per cent., more hogs this year than last. The summer 
packing now approximates the winter packing, and the 
largest live hog receipts of the year so tar at Chicago were in 
June, and in the six months since the winter packing season 
the receipts have been 6314 per cent. of the total receipts of 
the eight months in 1878, 63 per cent. in 1879 and 73!¢ per 
cent, in 1880, 


Coal Movement. 


Coal tonnages for the week ending Sept. 18 are reported 
as follows: 


1880. 1879. Inc. or Dec. P.c. 
Baas, «0.6 0000ccesccrseee 647,003 577,545 |. 69,548 12.0 
Semi-bituminous.............. 100,345 45,805 I. 54,540 119.1 
Bituminous, Penna........... 37.107 930,574 D. 2,467 6.2 
Coke, Pennsylvania .......... * 34,268 24,908 I, 9,360 37.6 


For the corresponding week in 1879 Cumberland produc- 
tion was henge her a miners’ strike. 

The anthracite companies have decided not to make any 
changes in the prices of coal for October, The market is re- 
ported dull and there are rumors of sales below the list 
prices. A stoppage for the first six days in October has 

en agreed on. 











Chicago coal receipts for @he eight months ending Aug. 31 
are reported as follows by the Coal Trade Journal : A 
-——--By rail.--—— = —-~—-By lake.--— 
880. 879, 1880, 1879. 
Anthracite.... ...... 222,466 222,586 266,753 265,479 
Bituminous.. ...... 1,034 839 783,733 167,852 184,708 
elie ss? Sods 1,257,305 1,006,319 434,585 450,187 


Total anthracite receipts were 489,219 tons, an increase of 
only 0.24 per cent. over the previous year. Total bitumi- 
nous shipments were 1,202,671 tons, an increase of 24.2 per 
cent. over 1879. 

August shipments of coal over the Seattle & Walla Walla 
road and by sea from Seattle, Wash. Ter., were 13,267 tons. 
For the eight months oa nar were ; 1880, 86,928 ; 1879, 
86,908, being substantial y the same both years, 

The official accountant’s statement of anthracite coal 
tonnage for August and the eight months, differing some- 
what in form from the weekly statements, is as follows: 





--——August.—-— ——Eight months.— 
1880. 1879. 1880. 1879. 
Phila. & Reading.... 470,222 677,075 3,494,882 4,774,550 
Lehigh Valley ...... 368,929 346,572 2,619,546 2,758,404 
Central, of New 
NOT 6 6 oc0 nse eves 277,027 329,341 2,020,051 2,414,487 
Delaware, Lacka. & 
WORST. 000 coccees 280,247 359,477 2,118,728 2,408,342 
Del. & Hudson Canal 
ies hercssas acess 183,578 272,307 1,608,838 1,914,643 
Pennsylvania R. R. 
cnsp2eubivrgnenese 204,937 161,821 1,100,022 1,089,824 
Pennsyivaaia Coal 
RR HRS 81,465 131,987 631,009 950,269 
N. Y., Lake Erie & 
WOMEEB, 2006 cs 000e 29,107 52,822 251,354 412,674 
ee 1,805,512 2,331,402 13,844,430 16,623,283 


Decrease for the month, 435,890 tons, or 18.7 per cent. ; 
decrease for the eight months, 2,778,853 tons, or 16.7 per 
cent. For the month the Iehigh Valley and the Pennsyl- 
vania Railroad companies show an increase, each of the 
other companies a decrease ; for the eight months the Penn- 
sylvania Railroad alone shows an increase. 

The stock of anthracite coal reported on hand at tide- 
water shipping points on Aug. 81 was 619,899 tons, against 
756,081 tons on July 31, a decrease of 186.182 tons, or 18 
per cent. during the month. 


Arizona Rates. 

General Freight Agent Stubbs, of the Central and South 
ern Pacific railroads, has issued the following circular re- 
garding Arizona rates: , 

** Hereafter rates on Arizona business should be made by 
adding to the rates in force from Omaha, Kansas City and 

»ints east of Missouri River to Sacramento, Cal., the fol- 
lowing arbitraries: ‘ ; 

“For Gila Bend, or Mariposa—First, second, third and 
fourth classes, $2 per 100 pounds; Classes A, B, C and D, 

1.50, 
. “For Casa Grande—First, second, third and fourth classes, 
$2.20; Classes A, B, C and D, $1.70. 

“For Tucson—First, second, third and fourth classes, 
$2.70; Classes A, B, C and D, $2.85. 

‘For Pantano—First, second, third and fourth classes, 
$2.85; Classes A, B, C and D, $2.35. 

‘For Benson—First, second, third and fourth classes, 
$2.95; Classes A, B, C and D, $2.45, 

“For Wilcox—First, second, third and fourth classes, 
$3.10; Classes A, B, C and D, $2.60, 


=—=— 


“For San Simon (present terminus)—First, second, third 
and fourth classes, $3.20; Classes A, B, C and D, $2.70. 

“Eastern agents using California rates and divisions will 
way-bill freight for Arizona at divisions of Sacramento 
rates, and note through rates and divisions on way-bills.” 


The Provision Trafic. 


The general freight agents of the six Eastern pool-lines 
from Chicago have issued the following joint order to agents 
of their respective roads and lines : 

_ “In receiving meat, etc., at the Stock-Yards and al! pack- 
ing-houses, you will obtain the net weight of boxed meats 
and add thereto 20 per cent. and issue your receipts for the 

ross weight, and never for the net weight. This order is 
mperative, covering transactions at all packing-houses. Lard 
must be receipted for at actual gross weight. This you can 
obtain from packiog-houses, as their invoices show both net 
and gross weight. Pork hams in tierces will be rated at 440 
Ibs. per tierce ; if pickle is drawn, actual gross weight must 
be obtained. To arrive at actual weight, weigh five tierces 
and strike an average. Barrel pork will be rated at 820 lbs. 
per barrel ; all other hog product must be at actual gross 
weight. Beef hams in barrels will be rated at 320 lbs. per 
barrel, and the same in tierces at actual gross weight. India 
see regular mess beef must be receipted for at actual 
weight.” , 


Georgia Railroad Commission Rates. 


After hearing elaborate arguments on both sides, the 
Georgia Railroad Commission has refused a petition from 
the Brunswick & Albany road for permission to increase its 
rates on cotton from Albany. The Commission held that 
ae present rates—86 cents per 100 Ibs, for 167 miles—are 
sufficient. 


Southwestern Railway Association — Rates on 


Railroad Lron, 

The following notice was issued by General Commissioner 
Midgley, under date of Sept. 21: ‘On and after date the 
following rates will apply on shipments of railroad iron, in car 
lots, originating at Atlantic seaboard points, when destined 
to Kansas City, Leavenworth, Atchison or St. Joseph: From 
Toledo, $5.79 per gross ton; from Chicago, $4.00; from 
East St. Louis, $2.43; from Hannibal, etc., $2.32 per gross 
ton. 


Flour Trade from Minneapolis. 

The St. Paul Pioneer-Press of Sept. 23 says: ‘The con- 
test over the flour-carrying trade of Minneapolis, which 
lately threatened, has been averted by a new arrangement, 
by which each railroad company gets an equivalent in flour 
to haul away from to the amount of wheat it brings into the 
city. Formerly, the St. Paul & Duluth got 40 per cent. of 
the flour to haul, the remaining 60 per cent. being divided 
between the other roads. Last year the river took a big 
slice out of this 60 per cent., and this year a still bigger. 
Then the St. Paul & Sioux City, which carried a large pro- 
portion of the wheat brought to Minneapolis, but took ovt 
scarcely any flour, was consolidated with the Chicago, St. 
Paul Minneapolis, and the new company demanded a 
share of the flour shipments. The Minneapolis & St. Louis, 
after leasing track privileges over the St. Paul & Duluth, 
took the flour formerly carried by the latter company, 
well as the proportion that formerly went east via the main 
line. All these changes disturbed the arrangement hereto- 
fore existing and complicated the problem of dividing the 
traffic. The question has, however, been finally settled on 
the basis noted above. Each road carrying wheat to Minne- 
apolis issues through bills therefor, and after delivering the 
wheat receives a corresponding amount of flour to haul as 
far east as its line of road extends. This arrangement dis- 
poses of complaints of the millers that wheat shippers re- 
ceived comparatively lower rates on the grain sent to the 
city, than the former did on the flour. Of course, as the 
St. Paul, Minneapolis & Manitoba Company bes no line to 
the east, the transportation of the amount of flour made 
from the wheat brought into Minneapolis over its road calls 
for the application of the principles of ‘ addition, division 
and silence.’” 


Petroleum. 


Stowell’s Petroleum Reporter gives the production of the 
Pennsylvania oil-wells for August as follows, in barreis of 
42 gallons: 


1880. 1879. Inc. or Dec. P.e 
Production.......:.+00s 2,157,228 1,869,052 1. 288,176 15.4 
Shipments ........+++- 1,231,611 1,808,239 D. 576,628 31.9 
Stock on hand, Aug. 31.14,413,044 7,300,045 1. 7,022,000 95.0 
No. of producing wells. 13,500 11,585 L 1915 165 


The pipe-line reports for the month show receipts of 
2,194,862 barrels; deliveries of 1,390,480 barrels, leaving 
stock on hand 14,413,944 barrels. 

Pittsburgh receipts of crude oil for the month wére 143,- 
442 barrels; 15,466 barrels by Allegheny Valley road, and 
127,976 by pipe line. 


Southern Traffic Settlement, 

The Cincinnati Commercial of Sept. 25 says: ‘‘ The Louis- 
ville & Nashville road has opened to the Cincinnati Southern 
Railway the Montgomery territory and all points in the 
South for both freight and passenger business, upon fair and 
equitable terms. The tickets for the Southern road will be 
placed on sale in all the offices of the Louisville & Nashville 
road, at all the points indicated, and the tickets of the latter 
road will be sold in the office of the Southern. In short, the 
companies agree in fixing low, uniform rates on both freight 
and passengers, thereby securing the public transportation 
toany point they mey desire, and to the owners of the roads 
a fair return for the capital invested, The details of the 
arrangement are not yet wnade known, but the facts given 
are official, and indicate that the war between the two great. 
corporations is over—for the present.” 


THE SCRAP HEAP. 


Railroad Equipment Notes. 

The Brooks Locomotive Works, at Dunkirk, N. Y., are 
very busy, employing over 550 men and turning out eight 
locomotives a month. 

The Taunton Locomotive Works, in Taunton, Mass., have 
lately built 13 engines for the Chicago, St. Paul, Minne- 
apolis & Omaha road. They have a contract for several en- 
gines for the Mexican Central road. 

Fleming & Sons, at St. John, N. B., have completed the 
first mogul engine of their order for the Intercolonial road, 
and have a second nearly ready. 

Willard’s Sons & Bell, in Chicago, have now six heavy 
steam-hammers running, chiefly on car axles, with large 
orders ahead, 

The Pittsburgh Locomotive Works have an order for 10 
consolidation engines for the Atchison, Topeka & Santa Fe 
road, 

The remaining building of the Oxford Co-operative Car 
Works, in Oxford, Pa., was burned down Sept. 18. These 
works were built in 1873, but the company failed not long 





afterward, and work was discontinued. The paint shop ° 
was blown down in a gale Oct, 23, 1878, and the building 
just burned, which was of brick, 70 by 800 ft., was sold at 
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sheriff's sale and the machinery was taken out a few weeks | deposits of iron ores in the neighborhood of Krivol Rog were | has been laid from the old terminus at Dallas, N, C., north- 
sibce, ‘The experiment was a promising one at first, but it found to be fully equa! to the expectations formed of them. As | ward to the Catawba River crossing, 314 miles. The bridge 
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was started at a bad time, and guarfels and dishonesty 
among the ma rs helped to oak it down. 

The Danforth motive Works, at Paterson, N. J., is 
shipping some engines to Union Pacific road. 

The Baldwin Locomotive Works, in Philadelphia, are now 
loading up 12 engines to go to Australia. 

The Lebanon Manufacturing Co., at Lebanon, Pa., are 
buijding 100 box cars for the Pliladelphia & Erie road. 

Steps are being taken to establish railroad car works in 
Montreal. It is understood that a large concern in the 
United States will hold the controlling interest and will 
build extensive shops, provided a reasonable amount in local 
subscriptions is secured. 

The car shops of Osgood Bradley, at Worcester, Mass., are 


building a number of stock cars for the Fitchburg Railroad. | 


V. C. Baker’s heating apparatus has been adopted by the 
Manhattan Elevated Railway Company, and will be applied 
to all the cars in use on the elevated railroads in New York. 

The Ohio Falls Car Co , at Jeffersonville, Ind., has just de- 
livered four new passenger ctirs to the St. Louis & San Fran- 
cisco road. They are very handsomely finished and are fitted 
with the Miller platform and coupler and the Westinghouse 
automatic brake. ; 

The Wason Car & Foundry Co., at Chattanooga, Tenn., 
has a large order for freight cars for the Cincinnati Southern 
road, 

The Erie Car (Works, at Erie, Pa., have an order for 
freight cars for the Cincinnati Southern. 


tron and-Manufacturing Notes. 

A company has been ok sorry to build a charcoal blast 
furnace at Florence, Marinette County, Mich. ‘The stock- 
holders are all connected with the Menominee Iron neal 
pany. 

The Pennsylvania & Virginia Iron & Coal Co. has 

jut in blast its new Ferro] Furnace in Augusta County, Va. 
The company’s furnace at Quinnimont, W. Va., is running 
steadily. 

The Rippetoe iron estate in Augusta County, Va., has been | 
suld to parties from Youngstown, O., and Pittsburgh, who | 
intend to build a large blast furnace on the noperty. 

The James River Steel Works, near Lynchburg, Va., 
rolling iron for the Virginia Midland’s new bridge over the 
James at igactaee, 

The Reading Eagle furnishes tbe following concerning the | 
furnaces of Berks County, Pa.: ‘‘ Anthracite furnaces in | 
blast: Reading Iron Works, one furnace; Keystone Fur- | 
nace Co., one Terenee: Eckert Bros., two Henry Clay fur- 
naces—700 tons; E. & G. Brooke Iron Co., Birdsboro, two 
furnaces—875 tons; Temple Iron Co., two furnaces—240 | 
tons; Monocacy Iron Co,—150 tons; Theodore Garretson’s | 
two furnaces at Lyons—200 tons; Wm. M. Kauffman & | 
©o.’s Topton and Kutztown furnaces—320 tons; Leibrandt | 
& McDowell’s Moselem Furnace--100 tons, Tota) anthra- 
cite iron per week, 2,085 tons. Five anthracite furnaces are | 
at present out of blast. Two of these are located at Reading, 
one at Robesonia, one at port and one at Birdsboro. 
Charcoal furnaces in blast: Sally Ann Furnace, near Bow- 
ers Station, belonging to the Rockland [ron Co.; Oley Fur- 
nace, near Friedensburg, Clymer Iron Co.; Maidencreek 
Furnace, near Lenhartsville, Spang, Erb & Co.; Union Fur- 
nace, near Romberg, D. B, Fis er; ‘Mt. Penn Furnace, Cum- 
tu township, Wm. M. Kauffman & Co.; Joanna Furnace, at 
Jo&itina, on line of Wilmington & Northern Railroad, Heber 
Smith; Hampton Furnace, Birdsboro, E. & G. Brooke Iron 
Co. The charcoal furnaces make on an average about 82 
tons per week, making a total production of 224 tons.” 

Wm. Sellers & Co., of Philadel phia, are shipping nine turn- 
tables to Australia. 

Volcano Furnace, at Massillon, O,, which has been idle for 
over three years past, has recently gone into blast and is 
running steadily, ‘: 

Atkins Bros., at Pottsville, Pa., have recently put their | 
No. 1 furnace in blast, making two stacks now at work. | 

The furnace at Red Bridge, R. L., will, itis said, soon be | 
put in blast, 

The Receiver of the Dauphin Furnace Co., of Pottsville, | 
Pa., will soon blow out the furnace, by an order of the 
Court, 

The Shenango [ron Works, in New Castle, Pa., started up 
the puddle mill lately, and the rest of the works will soon be | 
in operation. | 

Wampum Furnace, in Lawrence County, Pa., is now in | 
blast, after a rest of three years. 

The North Chicago Rolling Mill Co, has taken a contract 
for steel rails for the Peoria, Decatur & Evansville road. 

The Lehigh Iron & Coal Co, is making extensive improve- 
ments atits furnaces in Scranton, Pa, 

A large shipment of iron rails and fastenings from Cardiff, 
Wales, recen ly arrived at Galveston, Tex., for the Corpus | 
Christi, San Diego & Rio Grande road. 

Prices of Scrap Iron. 

The Pittsburgh market for scrap iron is reported steady, 
with light stocks and prices well maintained. Quotations 
are No. 1 (Railroad) w ht scrap, $28 to $30, net; old car 
springsand axles (atesl), $36 to $38, net; old scrap metal, 
$20 to $21; wrought turnings, $19 to $21; old car wheels, 
882 to $85, gross, and cast borings, $14 to $15 per ton. 

In Philadelphia prices reported are $20 to $21 for cast, and | 
827 to $29 for wrought scrap. 


Prices of Rails. 


| 
are 


| 








to the railroad, it was apparent when on the ground that the 
proposition to construct and operate it as an isolated line 
ought not to be entertained. Je, therefore, presented a 
counter-proposition}Jinvolving the control of the existing 
| government railways in that section, so as to be able to 
operate the new line in connection and in harmony with 
{them. Such an important modification, of course, requires 
proper time for consideration by the government; but, with 
this change as to the railroad, I believe that the opinion was 
| universal that the possibilities of the undertaking have been 
rather under-estimated than over-estimated. I can say 
| nothing more than that the whole subj: ct, with full reports 
| upon every branch of it, will be submitted to the gentlemen 
interested.” 


Portable Railroads for Turkestan, 
| The Russian government, having decided to make use of a 
| portable railroad in its military operations in Turkestan, 
| sent a commission some time since to examine into and re- 
| port upon various systems employed in England, France 
j}and Germany, and this commission recommended the 
| adoption of the Decauville system. In accordance with this 
| suggestion a preliminary order has been given to Messrs. 
| Decauville, at Petit Bourg, for about 60 miles of line, of 
0.50-meter gauge, with 500 vehicles especially designed for 
the transport of provisions, liquids and men, and two en- 
zines weighing two tonseach. The rails, which weigh 1444 
tbs per yard, are of steel, and of the ordinary section 
| adopted for the Decauville system. This contract, although 
| quite an extensive one, will be filled in two months after the 
date of order. 


OLD AND NEW ROADS, 





| Alabama Great Southern,—Mr. Shipp, a special com- 


missioner sent out by the English company which owns this 


| road, has just arrived in this country for the purpose of 


making a thorough inspection of the property. It is under- 
stood that he is also instructed to examine and report as to 
the expediency of building the New Orleans & Northeastern 
road, the proposed extension of this road from Meridian to 
New Orleans, for which charters were granted in Louisiana 
and Mississippi 10 or 12 years ago. 


Atlantic & North Carolina.—At a recent meeting {of 
the stockholders the various propositions to lease the road 
were submitted. It was voted, after’ discussion, to defer 
action until an adjourned meeting, to be held Nov. 23, in 
Newbern. 


Baltimore & Ohio.—In Baltimore, Sept. 25, in the 
United States Circuit Court, the Pullman Palace Car Com- 
pany filed a bill in equity to restrain this company from 
running ite own sleeping cars, as it purposed doing after Oct. 
1, when its contract with the Pullman Company terminates. 
The bill is very long, and charges that the new cars built for 
the Baltimore & Ohio lines are infringements of patents 
owned by the Pullman Company. The case is set for hear- 
ing Oct. 7. 

This is probably the beginning of a long litigation, as it is 
not likely that either party will give way until the questions 
at issue have been thoroughly tried. 


Baltimore & Potomac.—A considerable force is now 
at work grading for a second track between Baltimore and 
Washington. The Patapsco and Eastern Branch bridges are 


| being rebuilt for double track, and the smaller bridges on 


the line are also being prepared. 


Brattleboro & White Hal!,—The first section of this 
road from Brattleboro, Vt., nerthwest to Newfane, about 14 
miles, is completed, and was opened for business Sept. 25. 
Work is actively in progress from Newfane to Londonderry. 
The road will be worked by the New London Northern. 


Buffalo, Pittsburgh & Western.—This company has 
filed articles of incorporation to build a railroad fron Buf- 
falo, N. Y., to a point on the Pittsburgh, Titusville & Buffalo 
road in Portland, Chautauqua County, a distance of 51 
miles. The capital stock is $1,000,000, and the incorpora- 
tors are H, A. V. Post, C. C, Pomeroy and others. 


Burlington, Monmouth & Illinois River.— Work i- 
in progress on the grading of this road, and it is nearly done 
from Peoria, lil, to Farmington, including most of the 
heavy work. The Spoon River bridge has also been begun. 
From Farmington west 12 miles were graded last year. 


Canadian Pacific.—A dispatch from nyse Sept. 27, 
says: ‘ SirJohn A. McDonald, who arrived at Quebec in the 
steamship Sardinian, states that satisfactory arrangements 
have been entered into with a syndicate for the completion 


| of the Canada Pacific Railroad within 10 years, and for the 
| running of a road for a further period of 10 years; also that 


he had obtained satisfactory guarantees for the perfecting 
of those arrangements for the construction of the road, as 
well as for the running of it for ten years. The syndicate 
was composed of eminent capitalists of Frankfort, Paris, 
London, New York and Canada, these forming a combina- 
tion of interests, in order to further emigration from all 
those countries,” ; 

Cairo & St. Louis.—In the United States Circuit Court 
in Springfield, I., Sept. 25, orders were entered authorizing 
the Receiver to buy some caboose cars and other necessary 





A very | business is gh in steel rails, and orders 
amounting to nearly 80, tons are said to have been | 
placed for 1881 delivery, in addition to the large sales here- | 
tofore mentioned. Philadelpbia uotations are $59 to $62.50 | 
ver ton at mill, but as high as $65 is said to have been paid 
for small lots for immediate delivery. New York quotations | 
are $60 to $65 according to section, etc. | 
In iron rails there has n much inquiry, but not many | 
actual sales, The market is somewhat unsettled; quotations | 
in Philadelphia are $46 to $47 per ton at mill for 56 Ibs. sec- | 
tion, and $47.50 to $52 for light rails. In New York quota- | 
tions are $47 to $50. Some large transactions in foreign | 
rails are reported pending, with one sale of 5,000 tons, 56 | 
ibs., at $46 delivered at a Southern port. 


Old iron raiis are somewhat dull and unsettled. Philadel- | i 


phia reports quote $26 to $27; New York about the same. 

Pittsburgh quotations for railroad spikes are $2.65 to $2.75 
per 100 Ibs. ; track-bolts, $8 to $3.50 for square nuts, and 
$3.75 to #4 for hexagon; fish-plates, $2.65 to $2.75 per 100 
ibs., all 80 days’ time. 


The American-Russian Coal, Iron and Railroad 

Project. 

We noted some months ago the departure of a number of 
American capitalists, manufacturers and engineers to in- 
vestigate a project for developing the anthracite coal regions 
of Southern Russia, The party has now returned and Mr. 
Wharton Barker, the projector of the enterprise, says: 

‘We carried out our eeceromme as originally intended in 
every respect, except that when we reache mdon we 
were requested to proceed directly to St. Petersburg before 
going to the south of Russia. We did so, and while there we 
became fully possessed of the views of the government in the 
matter. In Southern Russia the Donetz coal basin and the 


equipment for the road. Also to sell three of the locomo- 
tives now on the road, which are too light for profitable use. 


Chesapeake & Ohio Canal.—The coal tonnage of this 
canal for July and August was 185,500 tons, a decrease of 
19,808 tons, or 12.8 per cent., from the corresponding 
yeriod of 1879. This decrease was caused by a strike of 

yatmen which began in June and caused a partial suspen- 
sion of business for eight weeks. For the eight months end- 
ing Aug. 31 the tonnage was 869,796 tons, an increase of 
7,064 tons or 1.9 per cent. 

The earnings and expenses for the eight months were: 
++» $213,832.06 
138,492.82 
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The floating debt is that incurred on account of damages 


| done by the freshet of 1877. The amounts paid off were 
| $59,463.96, being the entire amount due contractors and em- 
| ployés, and $15,000 of the sum due to banks. 


There is still 
the sum of $35,000 due tu the banks, which is all the floating 
debt outstanding. The payments were made from revenue, 
as it was found impossible to negotiate any repair bonds 
while the Stewart suit is pending. As soon as the rest of the 
floating debt is paid, the net earnings will be applied to pay- 
ing interest on the preferred bonds. 

President Gorman urges the board to take some action to- 
ward regulating the rates of freight to be charged on the 
canal by boatmen. 


Chester & Lenoir.—On the extension of this road track 





| change 





over the river is to be finished Oct. 10, when the track will 
be laid as fast as possible to the Carolina Central crossing at 
Lincolnton, which is 14 miles from Dallas. Considerable 
grading has been finished north of Lincolnton. 


Chicago. Milwaukee & St Paul.—This company has 

had lately placed on the lists at the New York Stock Ex- 

600,000 new bonds issued on the Chicago & Pa- 

cific Division, and $525,000 on the Hastings & Dakota Di- 
vision. 

The formal transfer of the Chicago, Clinton, Dubuque & 
Mitmesota road, from La Crescent, Minn., to Clinton, Ia., 
178 miles, with its branches from Turkey River to Wadena, 
Ia., 44 miles; Junction to Waukon, Ia., 23 miles; Bellevue 
to Cascade, Ia,, 86 miles, and Caledonia Junction to Preston, 
Minn., 58 miles, making 339 miles in all, was made Sept. 16. 
On the same day also was made the transfer of the Wiscon- 
sin Valley road, from Tomah, Wis., to Jenny, 108 miles. 
These two roads add 447 miles to this company’s mileage, 
bringing it up to 3,558 miles of road worked. 

Quite a large town has sprung up at Mitchell, Dak., the pres- 
sent terminus of the lowa & Dakota Division. The govern- 
ment lands along the line are being taken up very fast and a 
large number of settlers are reported moving in. The 
United States land office for the district has been transferred 
from Sioux Falls to Mitchell. The extension of the division 
has been located as far as the Missouri River, which it 
reaches 67 miles from Mitchell at the mouth of American 
Creek, just above the Lower Brule Agency. Grading is 
already well advanced on this section, and track is laid for 
10 miles west of Mitchell. 

The company is reported as extending its line into Ne- 
braska. A line has been run by the engineers from Nio~- 
brara, Neb., which is on the Missouri opposite-Running 
Water, the terminus of a branch of the Iowa & Dakota 
Division, and grading has already been begun. The report 
is that the road will go from Niobrara to the Union Paeific 
near Grand Island, with a branch westward to O’Neill City. 


Chicago & Northwestern.—The grading of the Toledo 
& Northwestern Branch is completed to Webster City, Ia., 
and work has been begun ona section of 40 miles north 
from that place. 

On the Chicago & Dakota line track is now laid to a point 
20 miles east of Ft. Pierre on the Missouri. This end of the 
track is 90 miles west of Huron, Dak., and 230 miles from 
the junction with the Winona & St. Peter at Tracy, Minn. 
There is some heavy work near the Missouri, and it ts not: 
expected that the track will reach Ft. Pierre before 
November. 

Chicago, Texas & Mexican Central.—This company, 
it is said, is about to undertake the work of building a rail- 
road across Texas from the Red River, in Lamar County, to 
the Rio Grande, in Kenney County, with a northeastern ex- 
tension into and through Arkansas, to connect with lines to- 
St. Louis and Chicago. The parties engaged in the scheme: 
are mentioned by Texas papers as an ‘ Anglo-American 
Syndicate of bankers and capitalists.” 

The road is a reorganization of the Dallas, Cleburne & Rio 
Grande, and the new company seems to be controlled by 
Chicago parties. The company has offered to build the sec 
tion between Dallas and Cleburne in a year, provided $125, 
000 in aid of it can be raised on the line, 


Chicago & Western Indiana.—On Monday of last 
week this company presented to the Chicago Common Coun- 
cil an offer to aeenton its right to extend its road north of 
Harrison street in Chicago. It hud the right to construct as 
far north as Van Buren street, east of Clark street, and part 
of the opposition to it was aimed at keeping it as far south as 
Twelfth street, about half a mile further south. The Lake 
Shore and Rock Island have their passenger station on Van 
Buren street, and if the Western Indiana came so far north 
it would have to encroach on a street further east, and add 
to the obstacles to crossing the South Division from east to 
west. 

Friday morning, Judge Jameson refused to dissolve the 
temporary injunction forbidding the Lake Shore to interfere 
with the track already laid by the Western Indiana near the 
point of crossing: but in another court a case was pans 
which will finally decide this matter, and the Western 
Indiana cannot complete its crossing till this court has ren- 
dered its decision. 


Cleveland, Canton, Coshocton & Straitsville.— 
This company has executed and placed on record a mortgage 
covering the proposed road and other property of the com- 
pany, made to secure an issue of $800,000 in bonds, to run 
80 years and bear 7 per cent. interest. 


Cleveland, Mt. Vernon & Delaware.—An applica- 
tion was last week made by counsel for the creditors of this 
company for the appointment of a Receiver, pending the 
further action’of the Court in the foreclosure suit. The 
Court granted the petition and appointed Gen. G. A. Jones. 

There is a report that an attempt will be made to secure 
the road in the interest of the New York, Pennsylvania & 
Ohio Company when sold. 


Columbus & Toledo.—This company has out orders for 
four new locomotives, four passenger cars, 100 box and 500: 
coal cars, which are much needed to meet the demands of 
business. 


Cumberland Valley.—It is stated that this compan y 
has decided to extend its leased Martinsburg & Potomac 
line from Martinsburg, W. Va., to Winchester, Va., about 20 
miles. Surveys are to be made at once and work begun in 
the spring. : 


Delaware & Hudson Canal.—The prolonged drought 
has forced a suspension of navigation. On the Summit 
Level of 16 miles, between the Neversink locks and Philips- 
port, N. Y., the water is so low that it has been impossible 
to pass loaded boats for several days. 


Delaware, Lackawanna & Western.—After a sus- 
pension of dividends for four years this company this week 
declares one of 14¢ per cent. Nostatement of the company’s 
business is made public, but it is officially asserted that the 
net profits for the eight months of this year have been equal 


to 8°¢ per cent. on the stock, and the managers expect to be, 


able to pay 114 per cent. quarterly hereafter. 


Denver, South Park & Pacific.—The Denver News 
of Sept. 22, says: ‘“‘On Friday last a construction com- 
pany was completed and the articles filed in the state office 
or the purpose of building a road from near Deansbury, on 
the South Park line, down the south fork of the Platte to 
Cafion City, and from thence to Silver Cliff, making the 
distance from Denver to these two places about 50 miles 
nearer than the present route. On Monday last further ar- 
ticles were filed, increasing the stock of the South Park road 
$20,000,000. Among the new incorporators are 8. H. H. 
Clark, G. P. Morosini and J. J. Slocombe. Both Jay Gould 
and Russell Sage are connected with the movement, and it is 
understood that their money is furnishing part of the means 
for carrying out the project. 

“Thisis a brief statement of the intentions of the com- 
pany as outlined in their articles of incorporation, It is also 
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intended to build a broad-gauge road from here to Pueblo 
over the old surveyed route. This revives the fact that in 
its agreement with the Rio Grande the Santa Fe was guar- 
anteed against a broad-gauge competition tu Pueblo. But 
the Santa Fe, it seems, was not proscribed from aiding an 
other line that might want to enter into competition wit 
the Rio Grande. There is no agreement between the South 
Park and Santa Fe roads in the new enterprise of the 
former, but there can be no doubt that when the new road 
is completed it will be of mutual advantage to both. 

‘The South Park Company will push their extension from 


Gunnison City through to Rico as soon as Deyn There 
is a rich and undeveloped country there that has not yet 


been broken up.” 


Des Moines & Kansas City.—Surveys are being made 
for this road, and it is reported that work will be begun at 
Des Moines, [a., as soon as the location can be made. 


Detroit, Mackinac & Marquette.—A correspondent 
writes to the Detroit Post and Tribune as follows of this 
road: ‘For the first 10 or 12 miles after doubling the bay 
at Chocolay, the course is nearly due east and near the lake, 
much of the time in sight of it, and through pine plains and 
pine barrens, with a light sandy soil. The road-bed, as far 
as the track is laid, is in excellent condition. After getting 
some 15 miles out from Marquette the course is throug 
heavy timbered lands, eovenel with hemlock, birch, maple 
and a goodly variety of other timber valuable for charcoal 
and other purposes, A Jarge number of kilus will soon be 
in readiness for business along this road, and the shipment 
of charcoal! to furnaces in and about uette will soon be- 
come an important item in its business, The termination of 
the first 20 miles isin the vicinity of Sucker Lake, Mount- 
ain Gap, arather rough and rocky section extending some 
half-dozen miles, after which the course is said to be more 
level but heavily timbered. If one enjoys rough, wild 
scenery he can find it here to bis fnllest desire. The imme- 
mediate work is being pushed under the careful supervision 
of George H. Briggs, Assistant Engineer. Grading and track 
laying are being pushed with all possible vigor at both ends 
of the line with a view of getting as many miles of iron laid 
as possible before snow flies. The routeas surveyed is about 
158 miles, with 52.8 feet to the mile as the heaviest grade. 
The company expect to have some 40 miles on the west end 
and 30 on the east completed by the time winter sets in. The 
track is now laid some 18 or 20 miles out from the Straits. 
Clearing and grading will be continued through the winter. 
From a point some 40 miles from the Straits the company 
propose building a branch to the Sault Canal to eventually 
connect with a Canadian line now in prospect. This line 
from Mackinac to Marquette will form an important link in 
the Northern Pacific connection, which will only need the 
completion of the Jackson, Lansing & Saginaw to the Straits 
anda line from the western terminus of the Marquette, 
Houghton & Ontonagon to Duluth to make it complete. 
With this road completed by September, 1881, Marquette 
will find herself nearly 300 miles nearer Detroit and the east 
than she isnow. Then Detroit will be about equidistant 
with Chicago. In iy bumble opinion, with the completion 
of thisline of road there will grow up an important shipping 
point at or near Point St. Ingace. lready there is in proc- 
ess of erection there what is said will be the largest blast 
furnace in the world. In length of season and distance from 
eastern markets it would have a decided advantage over 
both Escanaba and Marquette. Rut whether ore can be 
shipped from Marquette to the Straits by rail at sufficiently 
low rates to make up for the difference in lake transporta- 
tion is a question, There can be little question, however, 
that the completion of this road will add materially to the 
number of blast furnaces in the vicinity of Marquette from 
the ease in getting charcoal. Already the old Marquette & 
Pacific Rolling Mill has been transformed into a blast fur- 
nace with a capacity of from 50 to 60 tons of pig iron per 
day, and Grace Furnace, which has also been closed for sev- 
eral years, will soon, in all probability, be turning out 
molten lava. Others are sure to follow.” 


Eureka & Palisade. —This company is having surveys 
made with a view to extending its road from Eureka, Nev., 
to Frisco or Deseret, Utah. The most probable route is by 
Hercules Pass and Steptoe Valley, and across the Sacra- 
mento Pale in the Snake Range. 


Gainesville, Jefferson & Southern.—Contracts have 
been let for the grading of this road from Gainesville, Ga., 
to Jefferson. The contractors are Sampson Mooney and C. 
M. C, Blackstock & Co., of Gainesville. 


Great Western.—From the office in London, England, 
recently, the Secretary issued the following announcement: 
‘‘T am instructed to inform you that the accounts of this 
company for the half-year ended July 81, 1880, as received 
by cable, and therefore subject to final audit and approval, 
show a balance (after crediting the dividend to Dec. 81 last 
on the shares of the Detroit, Grand Haven & Milwaukee 
Railway, held by this company), sufficient to pay in full the 
dividend on the preference stock for the half-year, and to 
pay a dividend or the ordinary shares at the rate of 1 per 
cent, per annum, carrying forward about £800.” 


Greencastle, Eel River & Vincennes,—This company 
has been organized to build a railroad from Greencastle, Ind., 
the crossing of the Terre Haute & Indianapolis, the Indian- 
apolis & St. Louis, and the Louisville, New Albany & Chi- 
cago roads, southwest through Putnam, Clay, Owen Green, 
Sullivan and Knox counties to Vincennes. The capital stock 
is fixed at $1,000,000, The distance is 85 miles, and it is 
claimed that the road passes through some of the best coal 
lands in Indiana. 

Gulf, Colorado & Santa Fe.—A dispatch of Sept. 24 
says that a contract has been closed which secures the ex- 
tension of this road from Belton, Tex., to Ft. Worth, the 
work to be begun at once. Ft. Worth has subscribed 
$75,000. 

Hudson Tunnel Railroad.—Working with the new 
caisson this company’s engineers have at last reached the old 
air-lock and have recovered nine bodies of the men who were 
drowned when the collapse took place. The work proceeds 
slowly and it will take some days yet to reach the other 
bodies. It is impossible to yet in what state the tunnel 
workings will be found. coroner’s inquest on the re- 
covered bodies has been begun. 


Indiana, Bloomington & Western.—The Indianapolis 
News says: ‘In respect to the labor and supply claims for 
the six months preceding Dec. 1, 1874, when the ndianapolis, 
Bloomington & Western Railroad went into bankruptcy, 
which are now in Court, the present corporation, the In- 
diana, Bloomington & Western Railroad Company, claim 
that they are not responsible for their existence, and 
had nothing to do with ——— debt, and any effort to 
place it upon them is unjust. ey bought the property 
under sale of the United States Court, subject to all claims 
decreed against it, and if the Court says these particular 
claims must be paid, which has not yet been said, the com- 
pany will liquidate them on demand. They are simpl 
awaiting the action of the Court upon the question of the 
liability in connection with the claims.” 


Intrejentio Entre Rios Eastern.—This company has 
been ne under the general law of Massachusetts 





ior the purpose of building a railroad about 130 miles long 
n the province of Entre Rios in the Argentine Republic in 
South America, The line is to extend along the banks of 
the Uraguay River, the navigation .of which is interrupted 
for nearly 100 miles by formidable rapids. Above the 
rapids there are nearly 1,500 miles of navigable water in 
the river and its tributaries, which the road will connect 
with the byt poy below the obstructions. The capita) 
stock is $2, ,000, and the incorpora tors are: T. Haskins 
Dupvy, Henry J. Davison, R. Dundas Chater, Samuel A. 
Strong, J. B. C. Drew, of New York; John H. Hardy, Sam- 
uel J. Elder, Henry W. Bragg, Rodney 8. Hardy, P. H. 
Cooney, George W. Storr, Francis H. Lord, C. B. Southard, 
of Boston; W. 8. Greene, of Opelika, Ala. 


Lehigh Valley.—The North American of Sept. 18 says: 
‘“* Eighteen months ago Mr. Sayre, Superintendent and En- 
gineer of the Lehigh Valley Railroad from its opening, re- 
ported to the stockholders that it was intended at an ear] 
date to straighten the lineof the road above Black Cr 
Junction, on the Lehigh & Mahanoy Division, and do away 
with four out of five bridges across Quakake Creek. The 
estimated expense of this was about $80,000. Such a loca- 
tion of the road in the first place must have been bad engi- 


neering, for it required not op ! the building of four 
bridges across the creek, but it brought into the track 
as many curves, some of them on heavy grades, 
so that the load of an_ engine was limited to 


60 or 70 empty cars. The new survey proposed 
that instead of crossing and recrossing the creek, the line 
should run right straight up until the final crossing was 
made. The business of the year 1879 was not such as to 
warrant an expenditure of $80,000 for that work, which, 
according to the honest methods of the Lehigh Valley, must 
be charged to operating expenses, because the work did not 
add to the earning capacity of the road. This year, how- 
ever, it has been undertaken, and the track has already been 
so located as to do away with two of the bridges, with a 
prospect of finishing all the work ‘by the end 
of the year. When this is done, the maximum 
grade will be reduced about 20 ft. and so many curves taken 
out of the line that the engine-load can be raised from 70 
to 90 or 100 cars, It has been the policy of the company 
to keep its track and equipment in the best condition, ir- 
respective of the earnings of the line: but this year, in ad 
dition to the work above Black Creek Junction, nearly 
half a million has been paid for additional equipment. About 
4,000 coal cars have been added; a number of heavy engines, 
and such line cars as were needed to give the road all the 
equipment necessary for a business that has steadily in- 
creased. ° * * * 

“Tn eight months the company has earned about $350,- 
000 gross and $150,000 net more than in the corresponding 
period of last year, and it has paid off some of its floating 
debt; though with the extra work that has been done on the 
line it is doubtful if the net surplus is much ter than it 
was last year at this period. e profits of the next quarter 
will,be the heaviest of the year, but the three winter months 
are the very worst of the year, and unless the company car- 
ries over a handsome balance from the end of the fiscal year 
4 a earn enough to meet an increased dividend in 

pril. 

A suit of some importance is now in pro in 
the New Jersey Circuit Court at Somerville. It 
is nominally against Robert H. Sayre, but really against 
the company, and is in the form of an indictment for main- 
taining a nuisance in the shape of a shallow pond, to which 
has been attributed a malarial epidemic which has pre- 
vailed in the neighboring village of Bound Brook, The pond 
is used by the company as a source of water supply. 


Little Rock & Ft. Smith.—This company publishes the 
following official statemerft on placing its securities on the 
lists of the New York Stock Exchange: The capital stock is 
$4,096,185; bonds issued, $2,647,500; bond scrip, $1,957; 
total, $6,545,592 on 165 miles of road. The floating assets 
and liabilities are as follows: 


Cash assets after deducting balances due ............... $37,979 


PT MUIVUR Se cncsdccacecctececstegouesncatenteas 514,613 

ND SUEY Jb dc'c cwagsee” teceboedscsdccreedeawen 300,000 

Arkansas State bonds ($627,000), COSt............ 600 eee 127,774 
WE .ccbdgepiddvhdedecsus sted 60060000%e800sesneenaeee $980,366 

Notes for past-due Coupoms..............60.00008 $562,115 

Five months’ accrued interest................0665 3, 





Surplus of assets................. > spe pabeinnktbesmesatt $325,251 


The total amount authorized to be issued under the mort- 
gage is $3,000,000, the mortgage being a first lien on the 
road, equipment and land grant, The bonds are payable 
Jan. 1, 1905, in Boston, with interest at the rate of 7 per 
cent. per annum. The trustees are Messrs, C. W. Hunting- 
don and Geo. Ripley. To meet the bonds when due, the 
company owns 867,000 acres of land unsold, and it also has 
over $900,000 stock unissued. 


Long Valley Coal Co.—This company is building a rail- 
road three miles long from a junction with the Barclay Rail- 
road, in Bradford County, Pa., up Long Valley to its coal 
mines, which are being opened for work, There will be on 
this road an inclined plane, to be worked by a stationary en- 
= ; this plane will be 1,500 feet long, with a rise of 410 

eet. 


Louisville & Nashville.—The work on the extension of 
the Pensacola & Selma line is progressing favorably. The 
grading is finished and ties distributed for 16 miles from the 
resent northern terminis of the Pensacola line, and track 
2a8 been laid for five miles. Work is also in progress from 
the northern end of the gap at Pine Apple, Ala. 

The company has begun a new warehouse 50 by 300 feet 
at Pescnedia, Ma. The railroad wharf there is also being 
extended in length and its width increased to 90 feet. A 
large number of creosoted piles are used in this extension. 


Marshalltown, Waterloo & Milwaukee.—Arrange- 
ments have been made to organize this company for the 
purpose of building this road from Marshalltown, Ia., north- 
east through Waterloo, toa junction with the lowa & Da- 
kota Division of the Chicago, Milwaukee & St. Paul. The 
distance is nearly 100 miles. 


Memphis, Holly Springs & Selma.—This company 
has been pow trv f for the perpen of building a railroad 
from Memphis, Tenn., to Holly Springs, with a future 
extension to Greensboro or Selma, Ala. It is intended to 
use the grading done several years ago by the old Selma, 
Marion & Memphis Company. 


Metropolitan Elevated. —The stockholders met in New 
York, Sept: 28, pursuant to call, to vote on the proposed 
consolidation with the New York Elevated and Manhattan 
companies. After a long discussion, in which strong opposi- 
tion was manifested to the terms of the prc posed consolida- 
tion, it was resolved to adjourn until the President and board 
of directors may be able to present some more satisfactory 
plan of merger. 


Midland; of New Jersey.—In consequence of a misun- 
derstanding of some parties as to their rights under the agree- 
ment of reorganization, it has been resolved to allow such 
parties as still 1 hold the stock and bonds they received for 


the old securities to sign the agreement and take assented 
stock up to Oct. 7 next. 


Missouri, lowa & Nebraska.—This road has been for- 
mally transferred to the Wabash, St. Louis & Pacific Com- 

ny under the contract of lease lately completed. Possess- 
on was taken last week, but the changes in accounts and re- 
ports will be made to date from Oct, 1, , 


Missouri, Arkansas & Southern.—This am ogy feo 
been organized to build a railroad from Fayetteville, Ark., 
south by east toa point on the Little Rock & Ft. Smith 
road. The distance is about 45 miles. It isan extension of 
the line the St. Louis & San Francisco Company is now 
building to Fayetteville. 


Nashville, Chattanooga & St. Louis.—At the recent 
annual meeting in Nashville the stockholders adopted reso- 
lutions authorizing the board to modify the existing contract 
with the Memphis & Charleston or to make a new one; a 

roving the contract made for the transfer of the Nashville ke 

uscaloosa road to this company on condition of its extension 
from Graham to Duck River; approving'the contract made 
with the Sewanee Furnace Company for the transi tion 
of ore and pig iron for 25 years; authorizing the to 
endorse bonds of the Furnace Company at Cowan, Tenn., 
under proper restrictions. 


Natchez, Jackson & Columbus.—This com y is 
trying to secure an additional subscription of $200,000 from 
the city of Natchez, Miss., to aid in completing the road. 


Newburg, Dutchess & Connecticut.—It is reported 
that negotiations are pending for the lease of this road to 
the New York & New England Company. 


New Brunswick.—It is stated that the owners of this 
road have completed negotiations with Montreal parties 
which secure the extension of the road next year from 
Edmunston, N. B., togRiviére du Loup, P. Q., where it will 
connect with the Intercolonial 


New Orleans, Mobile & Texas.—The following 
official statement was submitted on the admission of this 
company’s securities to the lists of the New York Stock Ex- 
change, and is of interest as giving an account of the re- 
organization and lease to the ple nab a & Nashville. The 
securities admitted were $4,000,000 stock and $3,000,000 
debenture scrip, dated May 8, 1880, having 50 years to run, 
and entitled to such interest, not exceeding 6 per cent., as 
can be paid from net earnings after paying interest on 
a nt )0 first-mortgage bonds. The statement is as fol- 
OWS: 

The road is located in and between the cities of New Or- 
leans and Mobile. The length is 141 miles, with a branch to 
Lake Ponchartrain of 6 miles, making a total of 147 miles 
main line ; sidings, about 20 miles. The com y was 
originally chartered by the state of Alabama in November, 
1866, and by acts subsequently obtained from the states of 
Mississippi and Louisiana, with the various amendments 
thereto, possesses exceedingly valuable rights and franch 
with immunities from taxation in the states of Alabama an 
Mississippi, and valuable cessions from the state of Louisiana 
in the city of New Orleans. Construction was begun in 
1868, The road was completed and put in operation in 1870, 
The gross earnings of the main line in 1872 reached about 
$960,000, or about $7,000 per mile. During and since 1878, 
in consequence of the general depression in business through- 
out the couatry, and the return at occasional periods of. yel- 
low fever, the average receipts for the last seven years have 
been a little in excess of $700,000 per annumn, or about 
$5,000 per mile, on the main line. * * * Prior to the com- 
pany’s default of interest, July 1, 1874, there was outstand- 
ing, issued for costs of construction and for prop 2rty belong- 
ing to the then existing company, of first-mortgage 8 per 
cent. bonds, $4,000,000; second-mortgage 8 per cent. bon 
$2,000,000; capital stock, $4,000,000; total, $10,000,000, 

In consequence of the default then made the propert 
passed into the possession of the trustees of the first-mo 
gage bonds, E. D. Morgan and J. A. Raynor, during Janu- 
ary, 1875, and by them was operated under the order of the 
United States Court until its reorganization in April last. 
Owing to the worn-out condition of the property at the 
time of their entry into possession, it became necessary to 
renew every portion of the same, bridging, cruss ties, rails, 
rebuilding of equipment, raising of road bed, and the mak- 
ing of embankments where before bridges had been used. 
All this was done during the time at an expenditure, includ- 
ing the allowances made for the administration, of about or 
nearly $3,000,000, nearly two of which was derived from 
net earnings; balance was furnished by the lessees—near] 
$1,000,000—to pay trustees’ certificates for expenses, al- 
lowances, etc, The equipment has been entirely overhauled 
and rebuilt—made as good as new. The bridges have all 
been rebuilt of creosoted timber, except some 6,000 lineal 
feet of the most important structures, where iron was used; 
several miles of embankment substituted, where before 
wooden trestle was used; the road bed raised from two to 
three feet for about 30 miles; all renewals of rail have been 
of steel, amounting to something over 100 miles; station- 
houses, shops and ry buildings rebuilt and pe in repair. 
The property was sold under decree of court, at the instance 
of the first-mortgage bondholders, on April 24 last, upon 
which there was due, with accrued interest, about $6,500,- 
000; upon the cooone-eaastanee bonds, $3,000,000; capital 
stock, $4,000,000; a total of about $13,500,000, 

It was purchased by a committee —— for the pur- 
v»08e of perfecting a reorganization, which should make a 
ease of the property, with its franchises, to the Louisville & 
Nashville Railroad Company, which was done on May 8 
last, and the property is now and has heen operated since 
about the middle of May by the Louisville & Nashville Rail- 
road Company, making a through line, under its manage- 
ment, from Louisville, Ky., to New Orleans, La. A condi- 
tion precedent to making of said lease was that the Louis- 
ville & Nashville Railroad Company should issue its own 
bonds, secured by mortgage upon this property, for the 
amount of $5,000,000, to be used in the purchase of $4,000,- 
000 of old first-mortgage bonds outstanding, and to provide 
$1,000,000 for preferential charges, under the order of the 
United States Court. This was done by a tripartite mort- 
gage of the New Orleans, Mobile & Texas Railroad Com- 
pany, made to the Farmers’ Loan & Trust Company, to se- 
cure the Louisville & Nashville Railroad Company for such 
issue of bond. 


New York Central & Hudson River.—The following 
statement of gross and net earnings for August and the 
eleven months of the fiscal year ending Aug. 81 is published 
in London : 


August : 1880. 1879. Increase. 
Earnings............-.-----. $3,023,000 $2,546,000 $477,000 
Net earnings.............+«+ 1,330,120 1,120,240 209,880 

Eleven months : 

IREINES ci dcboss ccccceccees 30,175,000 25,474,000 4,701,000 
Net earnings................ 13,277,000 11,208,560 2,068,440 


The net earnings are estimated, it is said, by taking the 
average per cent. of operating expenses of the road for 10 
vy ears past as the basis for calculating net earnings this year. 
e know them to be incorrect : they are greater than here 
reported. 





t is reported that arrangements are in progress for con- 
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solidating under one management all the co-operative fast 
freight lines now operating of this road. 

The following letter from Mr. J.. H. Rutter, Third Vice- 
President, to the general 
which are bea ah in co-o} tive freight car lines that run 
over this road has been published : 

“ Since the President of this pert a A arrived in Europe 
I have had a letter from him in which he directed me to as- 
certain, if it be possible, and, if so, to take immediate steps 
for the consolidation of the co-operative fast freight lines 
running over this road, or the placing them under one man- 
agement. We have now running over this road, in addition 
to the ‘ Merchants’ tch,’ the ‘Red’ (with its Wabash 
section), the ‘ White,’ ‘Blue,’ ‘Canada Southern,’ ‘ Hoosac 
Tunnel,’ ‘ Milwaukee,’ and ‘ Midland’ lines. The subject at 
various times has been discussed, but except as to the * Red’ 
and ‘ White’ lines never seriously considered, Will you at 
your earliest convenience please give me your views upon 
the subject, and state what has been your experience, if 
any, in ccnsolidation of the lines running over o' her trunk 
lines than the New York Central? le the President 
will arrive in New York about the middle of October, and 
would be glad to lay before him, upon his arrival, a report 
embodying your views upon the subject.” 


New York Elevated.—At the special meting in New 
York, Sept. 25, a long report was submitted, setting forth 
the action of the board in relation to the proposed consolida- 
tion. The report stated that no feasible plan of merger had 
been found, owing to legal obstacles, and suggested the fol- 
lowing plan: Change the tripartite agreement and leases, in 
the following particulars: 

1. Make the payment of the 10 per cent. dividend todepend 
upon the earnings, and, if there be a deficiency in my 
quarter, the same to be covered by scrip, payable, with 
interest, at 6 per cent,, out of future earnings ; the first 20 
per cent., with interest on half from Sept. 15, 1880, to be 
paid to the New York Company. 

2. Place the control of the leased property in the hands of 
a joiut committee of nine, three to be appointed by the di- 
rectors of each of the three companies, New York, Metro- 
politan and Manhattan. 

3. This committee to be annually appointed and the ar- 
rangement to continue until the legislation next mentioned 
be obtained. 

4. Legislation to be applied for, giving the stockholders 
and bondholders of the three companies power to choose the 
directors of the Manhattan Company. 

The stockholders approved the action of the board in ac- 
cepting the award of arbitrators as to the value of the 
stock, and resolved to authorize the board of directors to 
conclude an arrangement with the other companies ‘on the 
basis of those suggestions, or upon any basis having the same 
general design.” 


New York, Pennsylvania & Ohio.—The gauge of the 
Franklin Branch, from Meadville, Pa., to Oil City, 36 miles, 
was to be changed this week. 

An attempt to lay an additional track through Youngs- 
town, O., on the old canal bed, has been met by a temporary 
injunction, sued out by Brown, Bonnell & Co., who claim 
the ownership of the under a hase from heirs 
of the parties who the land before right of way for 
the canal was taken. The canal having been abandoned, it 
is held that the right of way reverts to the original owners. 


North Carolina Midland,—This is the name of the 
company which is to build the Virginia Midland extension 
from Danville, Va., to Statesville, N. C. It is formed by 
the consolidation of three chartered companivs, the Dan 
River & Yadkin Valley, the W Salem & Mooresville 
and tho Winston, Salem & Madison. e capital stock is to 
be $2,500,000, 


Northern Pacific.—The St. Paul Pioneer Press says: 
“The crossing of the Northern Pacific road over the Mis- 
souri River at Bismarck is now assured. The scheme 
adopted is a high bridge, which will be a rival of the St. 
Louis bridge, it will be 70 feet high and contain five sec- 
tions, three of 400 feet and two of 100, The foundation of 
the abutments is a solid blue clay, 40 feet below high water 
mark. The river at Bismarck is about 1,300 feet wide. To 
protect the abutments and confine the water to a 
channel 1,200 feet wide a dyke, 1,700 feet long, is 
now being built from the west side. The east bank is a high 
bluff. The dyke will be finished before the river freezes this 
fall. Engineer Clough has great faith in the scheme and 
thinks it will withstand the rush of the spring rise and break 
up. If it does, the bridge pregee will be constructed early 
next season. If not a tunnel will be immediately com- 
menced, The Eads scheme of mattresses is the one used, and 
the stone for sos and covering them is being hauled to 
the water’s edge. e bridge will cost over $1,000,000, und 
rank among the great bridges of the world. Assistant Engi- 
neer Fuller, who has charge of the work, received orders to 
rush the work, anda large number of men are now at work.” 

A dispatch from Duluth says that a line from Northern 
Pacific Junction to Superior, Wis., is to be built next Pers 
the agreement be’ finish it by the close of 1881. It 
will be built under the old —— & St. Croix organiza- 
tion, but will be owned b company. The company is 
to receive a deed for one-third of the town of Superior. 

At the annual meeting in New York, Sept. 29, the follow- 
ing resolutions were passed: 

Vhereas, The great work for this company to do is the 
completion of its railroad from its terminus on Lake Supe- 
rior to Puget Sound, and it is the paramount duty of the 
compan y to the government and the ple of the United 
States that this work be completed with all the energy and 
rapidity consistent with proper economy and the prudent 
use of the resources of the company ; a 

Whereas, By the completion of whole undertaking the 
present property of and in the corporation. will be greatly 
enhanced in value; therefore 

Resolved, That the directors of the company be, and they 
are hereby requested and advised to provide, at as early a 
day as in their judgment shall be ent, for the construc- 
tion, completion and equipment of the company’s railroad 
from its eastern terminus on Montreal River To Puget Sound, 
and for that p to use and employ all the resources of 
the company so far as required, and to execute such mort- 
gage or mortg; on the whole or any or parts of the 
line construc and to be constructed, with the appurte- 
nances and lands granted by Congress appertaining thereto, 
as shali seem to the board of directors best calculated to ac- 
complish the early completion of the enterprise. 

Ohio & Mississippi.—Receiver King’s report to the 
Court for August is as follows: 

Cash balance, Augy:2s........cccisees: scccerecesess 
Receipts for the month 


WAGE «0a neadtnabstitckas itso then ee é 
Disbursements on all accounts ee 


Balance, Sept. 1 


The receipts were $109,736.15 in excess of the disburse- 
ments for the month. 


Pensacola & Perdido.—This short lumber road has 
thus far had a very successful year. The road bas been im- 


ene eee weer w eee eeeee 


of the different roads | U 


roved and 10 lumber trucks of an improved pattern are to 
Be added to the equipment. On Sept. 1 the company not 
only paid its bond interest but also invested $5,000 in 
nited States bonds for the sinking fund. The road is nine 
miles long, from Pensacola, Fla., to the lumber mills on the 
Perdido River. 


Pennsylvania.—Contracts have recently been let for the 
grading and masonry required to complete the proposed 
change of line between Radnor, Pa., and Eagle, and between 
Green Tree and Malvern. 

Bids have also been received for putting up the founda- 
tions for the new Filbert street station in Philadelphia. 


Peoria, Pekin & Union,—This company has filed ar- 
ticles of incorporation in Ulinois for a railroad to run from 
Peoria, [il., to Pekin, about 10 miles. The principal office 
is to be in Peoria. The incorporators are Solon Humphreys 
and A. L. Hopkins, of New York; George L. Bradbury and 
John B. Cobrs, of Peoria, and C. R. Cummings, of Chicago. 
Their names indicate that the proposed road isin the joint 
interest, of the Wabash and the Peoria, Decatur & Evans- 
ville companies. 


Philadelphia, Wilmington & Baltimore.—A new 
survey is to be made of the proposed branch of the Delaware 
Division from Dover, Del., through Milford to Rehoboth 
Beach. 


Philadelphia & Reading.—The Receivers have made 
important additions to the list of coupons of the Coal & 
Iron Company divisional mortgages that they are willing 
to redeem. Interest on six different mortgages falls 
due this month, and the Receivers announce their 
readiness to compromise three of them. They offer 
6 per cent. instead of 7 for the semi-annual interest 
on the mortgage upon the Swatara Company’s lands, 
amounting to a million; 5 per cent. instead of 7 on the 
Houtz, Meyer and Kinnear tract, the principal of which is 
$235,000, and 4 per cent. instead of 6 on the Salem Coal 
Company’s lands, on which there is a mortgage of $150,000. 
This is a scaling of $10,000 on the Swatara Company’s 
lands; $4,700 on the Houtz, Meyer and Kinnear tract, and 
$3,000 on the Salem Coal Company’s lands, Total interest 
due, $47,775; offered, $89,925. 


Pittsburgh Local Railroad.—This company has filed 
articles of incorporation in Pennsylvania to build a railroad 
about six miles long along the banks of the Allegheny and 
Monongahela rivers in Pittsburgh. This is the line which is 
to connect the Pittsburgh & Lake Erie with a large number 
of shops and mills in Pittsburgh. 


Pittsburgh, Virginia & Southern.—The committee 
appointed at a recent meeting in Lexington, Va., has issued 
an address calling attention to this proposed line. The road 
is to begin at Lexington, connecting with the North River 
Branch of the Richmond & Allegheny Railroad, of which 
that place is the terminus ; cross the Chesapeake & Ohio 
Railroad near Goshen, the West Virginia state line in Pota- 
hontas County, the Baltimore & Ohio Railroad at Grafton, 
and either follow the Monongahela Valley to Pittsburgh or 
connect with the Pittsburgh, Virginia & Charleston Railroad. 
The letter states that the road will connect the Bessemer 
steel iron field in the vicinity of Lynchburg, the specular, 
brown hematite and magnetic iron ores of the Blue Ridge 
region and the red shale limonite and fossil ores of the North 
and Mill Mountain ranges with Pittsburgh and the West 
Virginia and Monongahela coal region at the nearest accessi- 
ble points between the furnaces and steel works of Pitts- 
burgh, the coal beds upon the Monongahela and its branches 
and the inexhaustible iron fields of Virgina. Moreover they 
represent that it will give to Pittsburgh and Alleghe ny City 
the shortest, cheapest and best outlet to the markets of the 
southern Atlantic states, and to the ports and harbors of 
Virginia, 

Pleasantville & Ocean City.—The track is now laid 
on this road from the Philadelphia & Atlantic City road at 
Pleasantville, N. J., south by west to Somers Point, a distance 
of 71g miles. he road will probably be opened for business 
in a few days; it will be worked as a branch of the Philadel- 
phia & Atlantic City. 


uebec, Montreal, Ottawa & Occidental.—It is 
said that the government of the province of Quebec has con- 
cluded an agreement to lease this road ata yearly rental of 
$100,000, The lessees are Wm. Gooderham, of Toronto, 
Ont., and associates, who are interested in the projected 
direct line from Toronto to Ottawa. The lease will have to 
be ratified by the provincial Parliament. 


Rochester & State Line.—The New York Supreme 
Court has dismissed the suit of the city of Rochester, N. Y., 
against Isaac 8. Waterman, Henry A. Taylor, Thomas 
Leighton and others, to recover $600,000 for the failure to 
deliver to the city $600,000 of the capital stock of this com- 
pany. 


St. Louis, tron Mountain & Southern.——It is an- 
nounced that this company has bought the Memphis & Little 
Rock road, in which it has held a controlling interest for 
some time. The purchase will be made by exchange of 
stock, and this company will issue 15,000 shares of its stock 
for that purpose. 

The road extends from Little Rock, Ark., to Hopefield, on 
the Mississippi opposite Memphis, 135 miles. The Iron 
Mountain secured control and now incorporates the road 
with its own line, in order to complete its hold on the Arkan- 
sas business. It is claimed also that the road has been earn- 
ing a surplus over interest charges for a year past. 


St. Paul, Minneapolis & Manitoba.—This company has 
just received patents for 385,000 acres of its land grant in 
Marshall and Kittson counties in Minnesota, in the Red 
River Valley. 

The Northern Pacific Company has begun suit in the 
United States Circuit Court to prevent this company from 
extending the branch which it is building from Barnesville, 
Minn., northwest, across the Northern Pacific track and 
right of way in Clay County. The Court has granted a 
temporary injunction pending a further hearing in the case. 


South Carolina.—A conference was held in New York 
recently between the Purchasing Committee of the bond- 
holders and representatives of the holders of a majority of 
the secured floating debt in New York and Charleston. The 
result of the conference was that the representatives of the 
floating-debt creditors determined to advise their principals 
to accept the terms of settlement proposed by the Purchas- 
ing Committee, which are: To pay the principal and inter- 
est of the debt secured by the second-mortgage bonds, one- 
third in cash, one-third in notes running 6, 12 and 18 


93 | months, secured by bonds, and the remaining one-third in 


second-mortgage bonds of the new compan 
The floating debt secured by first-mortgage 
in full in cash. 


Standard Oil Co.—The pipe line which this company 
has begun to build from its works at Constable’s Hook, N. 
J., was at tirst supposed to be merely to connect with the 
Pennsylvania Railroad. The report was then that it 


at 90 cents. 
nds to be paid 





was to reach the Erie, and it is now said that it is 
to extend across New Jersey and reach the com- 
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pany’s lines in Pennsylvania, making a through line 
from the oil regions to tidewater. The nipe across the New 
Jersey Central track has still to be guarded, and further 
opposition is expected in crossing the Hackensack and Passaic 
Rivers, where the only available bridges are controlled by 
the Pennsylvania Railroad. 


Tehuantepec.—The Boston Advertiser says: ‘‘ The con- 
cession obtained from the Mexican government by Mr. Ed- 
ward Learned, of Pittsfield, Mass., is fast maturing in re- 
sults of the first commercial importance. Special care was 
first taken to see that all former grants for a railway across 
the Isthmus of Tehuantepec were extinguished. Then, un- 
der special privileges sactioned by the Mexican Congress, 
Mr, Learned and associates proceeded to carry out the enter- 
prise of uniting the two oceans by a railway to be 140 miles 
in length, having its eastern terminus at the mouth 
of the Coatzacoalcos River. Mr. C. W. Van Brocklin, for- 
merly of the New York Elevated Railroad, is the Resident 
Engineer, from whom the accounts received are in all re- 
spects encouraging. Eighty miles of road have been located, 
and a line of railroad more than 30 miles in length will be 
opened by the close of this year. The climate has not proved 
hostile, and while a part of the route is through rich sugar 
and coffee plantations, which the engineer compares to the 
open prairie lands of the West in the United States, there 
are other sections which are a dense forest jungle, 
but nowhere there difficult excavations in rock 
or tunneling. Large quantities of material are 
being shipped. No less than five vessels have been 
chartered and dispatched from New York within the t 
month, all of them taking out railway iron and supplies, 
The shipments comprise 1,500 tons of steel rails received by 
way ot Europe, and the full equipment will follow in regu- 
lar monthly installments from the English manufacturers. 
The contract was made very favorably, just before the 
boom, rig yma being 50 Ibs. per running yard, de- 
livered at Liverpool, of the first test, at the rate of 
100 tons per month. The July installment has been 
received, and that for August is now loading. All the 
spikes, fish-plates, etc., are purchasedin the United States. 
The government of Mexico, at the last Congress, voted the 
appropriation of $75,000 per mile for the first section of six 
miles, at the same time conferring upon the treasury power 
to pay a like amount for the next section as soon as it is 
completed. The Tehuantepec Company were also notified 
that the $100,000 in silver dollars, deposited as a pledge of 
good faith, can now be withdrawn and replaced by $200,000 
of the company’s bonds, the property on the Isthmus being 
ample security.” 


are 


Tennessee State Bond Suits.—A dispatch from Nash- 
ville, Tenn., Sept. 27, says: ‘‘In the cases of Stevens vs. the 
East Tennessee, Virginia & Georgia Railroad, and all the 
other railroads in the state of Tennessee, whether solvent or 
insolvent, in which an attempt was made to establish a lien 
in favor of the bondholders against the railroads that have 
retired their indebtedness or have been sold by the state of 
Tennessee, Judge Withey, of Michigan, before whom the 
cases were argued last April and May in Nashville, has de- 
cided that the bondholders have no lien against solvent or 
insolvent roads, aud that the roads are in nowise liable for 
said bonds, and has dismissed all the bills. The decision 
clearly indicates that the bondholders have never had the 
shadow of a claim against the roads, the roads having owed a 
debt to the state of Tennessee which they have paid under the 
law, and is a full and complete vindication of the railroads 
and railroad officials against the charges of fraud and cor- 
ruption which have been so freely made by the plaintiff in 
these cases.” 

The cases are of such importance,-and the bondholders 
have so large an amount. at stake, that an appeal will prob- 
ably be taken to the United States Supreme Court. 


Texas & Pacific.—Notice is given to holders of stock 
trust certificates issued by Matthew Baird, John McManus, 
Frank 8. Bond, W. T. Walters and Alfred Gaither, Trustees, 
that in accordance with certain resolutions passed by a ma- 
jority in interest of the holders of such certificates, at a 
meeting held in Philadelphia, Dec. 6, 1579, that on and after 
Oct, 1, 1880, the Trustees will be prepared to receive, at the 
office of the Texas & Pacific Railway Company, in Philadel- 
phia, all outstanding certificates issued by them, and in ex- 
change therefor will make proper transfers on the books of 
the Texas & Pacific Railway Company, of a like number of 
shares of the capital stock of that company, for which regu- 
lar certificates will be issued. Parties at a distance can 
transmit their certificates by mail, addressed to Charles E. 
Satterlee, Secretary, No. 275 South Fourth street, Philadel- 
phia, first signing the power of attorney attached to the 
certificate in their names, having signature properly wit- 
nessed, and fill in the blanks, making transfer to the Trustees 
for exchange, and the number of shares named in the certifi- 
cates. Should the owner desire to have his stock discharged 
to the New York agency, for registration and transfer at: 
the Farmers’ Loan & Trust Company in New York City, he 
will so state in his letter of transmittal to the Secretary. 


Wabash, St Louis & Pacific.—Contracts have been let 
for the grading of 18 miles of the new line from Chicago to 
Peoria, and more are to be let very soon. The new line will 
leave the Chicago Division at Ritchie, 583 miles from Chi- 
cago, and will run west to Mazon River, and thence west by 
south to Streator, the northern terminus of the Streator 
Division. Ibeyill be 42 miles long, making the distance from 
Streator to © , 95 miles. From Ritchie west it will cross 
the Braidwood coalfields, from which a considerable business 
is expected. At the 


Mazon’ River, and also at 
Streator, the new line will connect with the 
Chicago, Pekin & Southwestern road. A _ large 
amount of the bonds of that road 


are owned in the 
Wabash interest, and if the company secures that road at 
the expected foreclosure sale, it is probable that it will be 
used from Streator and possibly from the Mazon River, to 
Peoria. It is said to be possible, however, that the line may 
be built through to Peoria, in which case the value of the 
Chicago, Pekin & Southwestern would be very small. B 
the proposed line the distance from Chicago tu Peoria will 
be 168 miles, or 161 by using 12 miles of the Toledo, Peoria 
& Warsaw, against 162 by the Chicago & Alton and Chica- 
go, Pekin & Southwestern, 161 by the Rock Island, or 167 
by the Toledo, Peoria & Warsaw and Illinois Central. 


West Jersey.—The Philadelphia North American says : 
‘““The West Jersey Railroad Company is making progress 
in the settlement of claims for injuries by the May’s Landing 
accident, and itis doubtful if any number of them are taken 
into court. The company promptly notified, through a special 
agent, the injured persons that they were ready to meet 
their responsibility without the intervention of the law, end 
the priests of St. Ann’s Church were requested to say to their 
eee wore that whatever ready money they needed would 
e forthcoming. Several of the claims have already been 
settled, both for injuries and deaths, but the company has 
declined to comply with the demands of Mr. T. p. eign 
the lawyer who volunteered at the time of the accident an 
has since taken up the cases of some of the injured parties. 
The loss willfall upon the West Jersey Company, and the 
probable cost, estimated by comparison with similar settle- 
ments, is variously estimated at from $50,000 to $75,000,” 











